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The Foundation of All Good . p [ A N . 
Warehousing Service mu iT =i oto r § vd 
EF. 
Some things ‘‘just happen,”’ but good 8 
warehousing service is never the result of HA 
accidental causes. a 
The storage and distribution of your on 
product will be efficient, dependable and 
economical in direct ratio to the facilities 
behind it. = 








Detroit Harbor Terminals offers its 
unmatched facilities, in the hands of a 
capable, highly trained personnel, for ‘ . . . 
ie United Air Lines takes pleasure in an. 
nouncing that it is now operating the new type, 


STOR AGE and all-metal, high speed Boeing monoplanes on all 


its major routes. A fleet of sixty of these planes 


DISTRIBUTION |. 2te now in service on the New York-Chicago 


Pacific Coast, Chicago-Kansas City-Dallas, Salt 

at DE I ROI Lake City-Portland and Seattle-San Diego air- 

ways. These new planes reduce United’s pre- 

Modern General and Cold Storage Warehouse, ° é 

Capacity, 7,500,000 Cubic Feet vious fast schedule by about one-third. They 

provide not only speed—they have a top speed 

Direct Rail Service via Pennsylvania, Pere Marquette of more than three miles a minute—but new 
and Wabash. Reciprocal Switching Agreements with a 

All Other Rail Lines Entering Detroit comfort and quiet. 
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Inside Warehouse Trackage for 22 Cars. Forty-four Typical examples of the new speed sched- 
Sheltered Truck Loading Platforms 





7 ules which United now offers to 137 cities served F 
1400-foot Marine Dock on Detroit River, Equipped directly or through connections follow: ' 
to Handle All Commodities 
. , Chicago-New York - - 43, hrs. | Omaha-Chicago - - - 23, his. é' 
Detroit Harbor Terminals, Inc. California-Chicago - - 141/, hts. | Chicago-Cleveland - - 2 bis 


California-New York - 20 _~ bis. 













4461 W. Jefferson Ave. Detroit, Michigan ea i Detroit-New York- - - 41/ his, 
; Chicago-Kansas City - 23, hrs. poe ee 
‘“‘The House of Kansas City-Seattle- - 161/, hrs, | San Francisco-Los Angeles 21/6 his. 
Personal * * & Los Angeles-Seattle - - 8 his 
Service”’ Chicago-Dallas- - - - Shs. | Portland-Seattle - - - 68 min 








For details concerning AIR EXPRESS rates, 
schedules, telephone Air Express Division of 
the Railway Express Agency in your city. 


UNITED AIR LINES 


New York Kansas City Los Angeles 
36 W. 40th St. 101 W. 12th St 512 W. Sth St 


Chicago San Francisco 
400 S. Michigan 320 Geary St. 


General Offices: La Salle-Wacker Bldg., Chicago 
55,000,000 MILES FLYING EXPERIENCE 
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Efficient Storage 
and Distribution 


for the 


BUFFALO 





Space for Five modern warehouses with 
Office, — managers ah —- and dis- 
Storage, tribution wi andle your re- 

‘ quirements for the Buffalo trade 
Manufacturing. area efficiently. Total floor area 
Rail Siding 445,000 square feet. Capacity for 
Lake, 7 lake boats and 148 railroad cars 

Rail, at one time. Experienced dis- 
Canal tributing agents. Warehouse 
Terminate receipts are negotiable. Daily 


reports and monthly inventories 
5 furnished without additional 
charge. Write for full particulars 


Warehouses of facilities, service and rates. 


BUFFALO 


FREIGHT TERMINAL WAREHOUSE CO. 
1504 Liberty Bank Bldg., BUFFALO, N.Y. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





ECONOMY BECOMES SPENDING 


ND now the railroad coordinator has a plan for re- 

habilitation of railroad equipment on the theory 
that it will contribute to the success of the Roosevelt 
program for increasing employment. Is anyone but 
ourselves giving any attention to the real purpose of 
the law under which the coordinator is acting—that act, 
by the way, having been signed by the President a few 
minutes after he signed the national recovery act? No- 
where in that law is there anything that can be inter- 
preted as meaning that the coordinator may do anything 
but bring about railroad economies; it is an “emergency” 
railroad act, for the purpose of helping the railroads 
financially. But we find that it is being used more and 
more as an instrument for carrying out quite another 
purpose—that of increasing employment. Now the plan 
is that railroads shall borrow money from the Recon- 
struction Finance Corporation with which to buy new 
and rehabilitate old equipment in order that more men 
may be employed and the Roosevelt plan for the return 
of prosperity be helped on its way. Even on the theory 


that the rehabilitation proposed is needed, the coordi- 
nator has no authority to order it. 


His functions are 
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fixed and definite under the law and they do not include 
anything but the proposing and enforcing of economy 
The railroads may be willing enough to go 
along with this new plan, but their willingness does not 
mean that the coordinator has power to compel or even 
suggest it. 


measures. 


THE ROAD TO SOCIALISM 

KE have been asked—sometimes in communications 

published in our Open Forum—why we do not con- 
fine ourselves in our editorial utterances to transporta- 
tion subjects instead of dealing with the present eco- 
nomic situation in general and the business recovery 
program of the national administration in particular. 
Of course, these queries come from persons who do not 
agree with our views; we might reply to them that our 
magazine is our own and we publish in it anything we 
wish to publish, but their questions are more or less per- 
tinent and not to be sidetracked by such an answer, 
however much it might be justified; for we publish a 
transportation magazine and, when we deal with other 
subjects, we are departing from our function; that, of 
course, is our own business, but our readers cannot fail 
to notice and are hardly to be blamed for commenting. 

We seldom depart from that function, and never 
without what seems to us good reason. In this particular 
case our reason is, in part, general—that present gov- 
ernmental policies affect our business and everybody 
else’s business, so that discussion of them is germane 
even in a publication that is supposed to confine itself 
to one subject. But there is also a particular reason or 
justification—if the latter be needed; that is the pe- 
culiar bearing present economic policies may have on 
the railroads, though there may seem to be no connec- 
tion apparent to the naked eye at present. 

Undoubtedly our present policies indicate a drift 
toward a socialistic state—a system under which gov- 
ernment will control all business, transportation as well 
as the rest. With respect to the railroads the danger is 
especially great, for the railroads are always the “goats” 
for experiments and already there is a body of thought 
favoring government ownership or operation of them. 
Mr. Eastman himself, the coordinator of railroads, acting 
not only as coordinator under the law, but outside the 
law for President Roosevelt in trying to make effective 
the business recovery program, is an avowed advocate of 
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government operation of the railroads. We are accus- 
ing him of nothing wrong when we say that the longer he 
continues in his present powerful position the more op- 
portunity he will have to put into effect his ideas and 
propagate cooperation with them. He may not con- 
sciously do that, or he may, but consciously or uncon- 
sciously, such a course is only to be expected and it will 
be in harmony with the tendency of the times. There- 
fore, we deem it not only our privilege on general prin- 
ciples, but our duty in the specific field in which we 
function, to strike a blow for private control of business 
whenever we can. The socialistic, communistic tendency 
is abhorrent to us; we believe it to be so to most of our 
readers—but many of them do not, perhaps, perceive 
whither we are drifting. We do not intend that they 
shall fail to see the right path because we have failed 
to point it out. 


ROTARIAN ECONOMICS 

UCH of what we consider the misapprehension as 

to what is expected to be the result of present gov- 
ernmental economic policies is due to a misunderstanding 
as to cause and effect and a mistaking of one for the 
other. Anyone who has ever been familiar with Rotary 
Club proceedings has observed the forced enthusiasm 
with which Rotarians sing at their meetings. The idea 
is that when people are happy they are likely to sing; 
therefore, if we sing that shows we are happy. Rotarians 
also are supposed to call each other by their first names, 
the theory being that friends address each other in that 
way; therefore, since we wish to be friendly, we will call 
each other “Bill” and “Jim.” Of course, that is mistak- 
ing effect for cause. If people really know and like each 
other well enough to use given names, that is one thing; 
using them as a matter of form or rule does not prove 
friendship; the same thing is true of the singing—the 
effect is substituted for the cause and those responsible 
think they have proved the cause—that Rotarians are all 
happy and that they all know each other intimately— 
which, of course, is not true. 

With Rotarians, however, the matter is not serious. 
It becomes so when the same theory is applied to eco- 
nomics as is being done now in our national affairs. It is 
not surprising that the ordinary citizen does not detect 
the error, for Rotarians seem not to detect it and they 
are usually more or less intelligent men. What is sur- 
prising is that economists and alleged statesmen “fall 
for” it. 

Our policy is now to shorten hours and thus put a 
lot of unemployed to work, the theory being that when 
there are few or no unemployed, the country is pros- 
perous and business is flourishing. Of course, that is true 
when the men go to work as the result of prosperity and 
a real demand that makes it necessary for business to 
put on additional employes, but it is not true when the 
men are employed as a result of fictitious means—a plan 
that compels employers to hire men they do not need 
under reasonable systems of work. If the unemployed get 
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jobs as the result of the enforcement of the national] re. 
covery act, that merely means that jobs have been made 
for them—not that business has improved. N. R. A. may 
be a good substitute for the community chest and unem. 
ployment relief funds, but as an economic measure ty 
restore prosperity it is a mistaking of effect for cane 
and sounds very much like Rotary Club singing. 


COORDINATION AND RECOVERY 


OR the benefit of critics who think our efforts to show 

the inconsistency between the railroad coordinator 
act and the national recovery act may not be justified, 
as well as for the benefit of those who might otherwise 
reach such a conclusion in the future, and for the pur. 
pose of showing beyond a doubt the spasmodic and half. 
baked character of the present economic policies of the 
national administration, we herewith present a review of 
the events leading up to the enactment of the laws in 
question; such a review leads to the inescapable conclu. 
sion that the two acts, though one followed closely after 
the other and the bills were in Congress at the same 
time (indeed, the two acts were signed by the President 
on the same day) are in substantial conflict. 

The fundamental idea underlying the coordinator 
bill, as conceived and introduced in Congress, was to 
effect economies to improve the financial position 
of the railroads, and the amendment, inserted as 
the result of pressure exerted by union labor, providing 
that the level of employment should not, as a result of 
the act, be reduced below the level of May, 1933, was 
regarded at the time and afterwards, by Coordinator 
Eastman himself, after he took office, as a handicap in 
carrying out the purpose of the act. 

In his testimony May 10, 1933, before the House 
committee on interstate and foreign commerce, on the 
Roosevelt coordinator bill, Commissioner Eastman, one 
of the administration witnesses, said: 

Upon one point there should be no misunderstanding on the 
part of Congress. To a very considerable extent the elimination 
or reduction of wastes will involve loss of employment to rail- 
road labor. . . . But economies in operation and service mean 
reduction in labor, and there is no escape from it. And any plan 
for alleviating this situation by retirement allowances or pel- 
sions or any similar scheme will, to that extent, prevent realiza- 
tion of the savings. The government is faced with much the 
same problem. Balancing the budget may be a desirable end, 
but, so far as it is accomplished by reducing departmental 
appropriations, the result is to deprive men and women of 
employment. 

In a statement issued by President Roosevelt June 
16, when he signed the national industrial recovery act, 
he said the first part of the act proposed to industry a 
great spontaneous cooperation to put millions of men 
back in their regular jobs this summer. 

“The idea is simply for employers to hire more men 
to do the existing work by reducing the work hours of 
each man’s week and at the same time paying a living 
wage for the shorter week,” said he. 

In other words, the coordinator bill, as sent to Con- 
gress by the President and as explained by Commissioner 
Eastman to the House committee, meant “loss of em- 
ployment to railroad labor” while, under the recovery 
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pill, as presented by the President, the proposal was to 
increase employment by spreading available work among 
more people and to keep up wages. 

As to the chronology of the railroad act and national 
recovery acts, definitely and without question the rail- 
road act comes first. When President Roosevelt took 
office March 4 and in the following days, due partly to 
the banking holiday, the railroads were in a bad way 
financially. As revealed in his Salt Lake City campaign 
speech, Mr. Roosevelt had ideas about treatment for the 
ailroads but the idea for a federal coordinator to bring 
about economies had not then, so far as known, taken 
shape. The coordinator idea was developed in the depths 
of the depression following the change of administra- 
tions. The idea was “contraction” with respect to the 
railroads, and not “expansion.” 

A check through the Traffic World beginning with 
the issue of March 18, 1933, reveals the following as to 
the railroad act: 

March 18, 1933—Reorganization talk, p. 544. Confer- 
ences in progress on the railroad situation. 

March 25, 1933, Transport legislation, p. 589. Rail 
officials confer with President March 20. Secretary 
Roper, of Department of Commerce, looked to by Presi- 
dent to prepare recommendations for dealing with rail- 
roads. 

April 1, 19383—“The Railroad Problem,” p. 637. Co- 
ordinator plan revealed. “The broad theory of the plan 
is that the railroads themselves, with the aid of a co- 
ordinator endowed with governmental powers, will be 
able to increase their revenues and reduce their expenses 
in such amounts as will improve their financial condition 
materially.” In this issue railroad labor, through A. F. 
Whitney, chairman of the Railway Labor Executives’ 
Association, opposed any railroad plan that involved re- 
duction in employment. Labor regarded the movement 
under way as one that would cause a reduction in the 
number of employes. 

April 8, 19833—“The Railroad Problem,” p. 683, ete. 
Further conferences on coordinator plan. Labor still 
opposes any plan that would reduce railroad labor. 








April 15, 1933—“The Railroad Problem,” p. 723. 
More conferences. 

April 22, 1933—“The Railroad Problem,” p. 777. 
Idea to effect economies. 

April 29, 1933—“The Railroad Problem,” p. 835. 


Text of coordinator bill nearing final shape. Draft on 
President’s desk. 

May 6, 1933—Roosevelt transport bill, p. 871. Presi- 
dent sends coordinator bill to Congress May 4. In mes- 
sage transmitting bill he said the coordinator, working 
with the railroads, would be able to encourage, promote, 
or require action on the part of carriers, in order to avoid 
duplication of service, prevent waste, ete. Of course, 
avoiding duplication of service means a reduction in the 
number of men used. Railroad labor opposed the bill as 
presented. 

May 13, 1933—“Roosevelt Transport Bill,” p. 925. 
Hearings to begin May 8 before House committee on 
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interstate and foreign commerce. Senate interstate com- 
merce committee began hearings May 9. 

May 27, 1933—“Roosevelt Transport Bill,” p. 1031. 
Senate committee reported the bill May 22 with provisions 
protecting labor that were accepted by Roosevelt and by 
the House committee with virtually no change. 

T. W., June: 


r 7 


The Senate passed the bill May 27. 
p. 1093. 

The House committee reported the bill June 2. 
T. W., June 3. 

House passed the bill June 5. T. W., June 10, 1063. 

House approved conference report on bill June 9. T. 
W., Sune 10. 

Senate approved conference report June 9. 

President signed the bill June 16. T. W., June 17, 
p. 1217. 

We have no such record as the above, of course, on 
the recovery act, but the best information available on 
that act follows: 

May 2—Talk about legislation for control of indus- 
try. President asks secretaries of Commerce, Interior, 
and Labor to consider such legislation. At that time the 
Black bill to establish a 30-hour week was going strong 
in Congress but the President thought more flexible pro- 
visions as to working hours should be adopted. At first 
the idea seemed to hang largely around cooperation of 
industry, with the anti-trust laws being lifted by the 
government, where necessary. Senator Wagner, of N. Y., 
chairman of an unofficial committee, was working on 
the bill. 

May 17—Recovery bill sent to Congress by President. 
In his message transmitting the bill he said his first 
request was that the Congress provide “for the machinery 
necessary for a great cooperative movement throughout all 
industry in order to obtain wide reemployment, to shorten 
the working week, to pay a decent wage for the shorter 
week, and to prevent unfair competition and disastrous 


“ 
. 


~ 


overproduction.” 

The recovery act was signed by the President June 
16, 11.55 a. m., while the railroad act was signed the same 
day at 12:05 p. m. 

Congress, however, had put through the railroad act 
before the recovery act. 

The railroad bill, as the record shows, was sent to 
Congress May 4, while the recovery bill was sent May 17. 


COMMISSION REPORTS 


Cheese 


No. 25425, John H. Grant Co. vs. A. T. & S. F. et al., em- 
bracing also a sub-number, Donald S. Grant vs. Same et al. By 
division 3. Dismissed. Rates, cheese, origins in Colorado in 
the Denver group to El Paso and San Antonio, Tex., not un- 
reasonable. ri 

Iron Mass 


No. 25153, Conewago Gas Co. et al. vs. C. of N. J. et al. 
By division 3. Rates, iron mass, gas purifying, not spent, 
Port Richmond (Philadelphia) and Plymouth Meeting, Pa., and 
Elizabethport, N. J., to Hagerstown, Md., Salem, N. J., and 
Martinsburg, W. Va., unreasonable in the past to the extent 
they exceeded rates based on 80 per cent of the correspond- 
ing sixth-class rates in effect at the time the shipments moved, 
subject to a carload minimum of 50,000 pounds. The rates 
assailed are and for the future will be unreasonable to the 
extent they exceed or may exceed rates made 22.5 per cent of 
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the present first-class rates subject to a carload minimum of 
50,000 pounds. Complainants entitled to reparation. Order 
for future effective on or before November 23. Authorized 
emergency increases may be added to rates prescribed. 


Bituminous Coal 


No. 24885, Harrisonburg Chamber of Commerce et al. Vs. 
Cc. & O. et al. By division 2. Assailed rate, bituminous coal, 
from the Chesapeake & Ohio base group in West Virginia, 
New River district, to Harrisonburg, Va., was, is and for the 
future will be unreasonable to the extent it exceeded, exceeds, or 
may exceed $2.50 a net ton. Assailed rates from the base and 
differential groups on the Norfolk & Western and the Virginian 
were not and are not unreasonable. Assailed rate from the Kan- 
awha district on the C. & O. was unreasonable to the extent it ex- 
ceeded a rate of $2.75. Of the rate prescribed for the future 
an arbitrary of 25 cents should accrue solely to the Valley Rail- 
road of Virginia. Specified complainants and interveners en- 
titled to reparation. To the rate prescribed may be added the 
present authorized emergency charge but only for the period 
of the time said emergency charge is to remain in effect. Com- 
missioner Tate concurred. Order for future effective on or 
before November 1. 


L. Il. Passenger Service 


No. 25498, Nassau County Village Officials’ Association vs. 
Pennsylvania et al., embracing also a sub-number, Same vs. 
N. Y. C. et al. By division 3. Report written by Commissioner 
Brainerd. Dismissed. Through passenger train routes and 
joint passenger fares between points on the Long Island Rail- 
road in New York and points on lines of defendants in New 
England not shown to be necessary or desirable in the public 
interest. Existing passenger service and passenger fares be- 
tween the same points not shown to be unreasonable or other- 
wise unlawful. 

Power Shovels, Etc. 


No. 25765, Alvin C. Smith et al. vs. C. B. & Q. et al. By 
division 2. Dismissed. Rates, gasoline power shovels and 
excavating machinery, Milwaukee, Wis., to Scottsbluff, Bayard, 
and Mitchell, Neb., not unreasonable or otherwise unlawful. 


Rough Rice Reparation 


No. 24232, Mount Royal Rice Mills, Limited, et al. vs. South- 
ern Pacific Co. et al. By division 2. On further hearing com- 
plainant found entitled to reparation in the amount of $1,100.64, 
with interest, on carload shipments of rough rice from Louisiana 
origins to Montreal, Can., under finding in former report, 186 
I. C. C. 469. Commissioner Tate, specially concurring, expressed 
doubt as to whether an award of reparation herein was within 
the jurisdiction of the Commission. 


Fourth Section Coke, Etc. 


Fourth section application No. 15181, coke, from Vintondale, 
Pa., to Niagara Frontier. By division 2. By fourth section 
order No, 11346. Applicants authorized to establish rates, coke, 
coke ashes, coke breeze, and coke dust, Vinton Colliery No. 6 
and Vintondale, Pa., on the Pennsylvania Railroad to destina- 
tions in Niagara Frontier district of New York, named in the 
application over the route of the Pennsylvania by way of Blairs- 
ville Kiskiminetas Junction and Oil City, Pa., and Brocton, 
N. Y., the same as those contemporaneously in effect on like 
traffic over the B. & O. (B. R. & P.) but not lower than the 
present rates over such route, and to maintain higher rates 
from, to and between intermediate points, provided that the 
rates from, to and between higher rated intermediate points 
shall not be increased except as authorized by the Commission, 
and shall not exceed the lowest combination of rates, Com- 
missioner Tate concurred. 


Fourth Section Cement 


Fourth section application No. 15148, cement from Menom- 
inee, Mich. By division 2. By fourth section order No. 11348, 
applicants having circuitous lines or routes authorized to estab- 
lish for transportation of cement, hydraulic or portland, natural, 
in straight or mixed carloads, minimum 50,000 pounds, from 
Menominee, Mich., to destinations in Wisconsin and Michigan, 
rates the same as those contemporaneously in effect, on like 
traffic, over the direct lines or routes, from and to the same 
points constructed on the basis of the distance Scale II rates 
prescribed or approved in Western Cement Rates, 48 I. C. C. 
201, 52 I. C. C, 225, 69 I. C. C. 644, and 132 I. C. C. 273, and 
to maintain higher rates from, to and between intermediate 
points, provided that rates from, to and between higher rated 
intermediate points shall not exceed rates constructed on basis 
of same scale, and that relief shall be subject to same terms 
and conditions as imposed in fourth section order No 7260. 


Fourth Section Tankage 


Fourth section application No. 15024, tankage to the south. 
By division 2. By fourth section order No. 11347, applicants 
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authorized to establish over all routes for transportation of tank. 
age from producing points in Illinois Freight Association teryj- 
tory to destinations in southern territory the lowest rates ap. 
plicable over any line or route constructed on the basis pre. 
scribed or approved in Farmers Fertilizer Co. vs. B. & O. 199 
I. C. C. 573, and Milwaukee Sewerage Commission vs. A. & R,, 
190 I. C. C. 601, and to maintain higher rates from, to and 
between intermediate points, provided that rates from, to and 
between higher rated intermediate points shall not exceed the 
rates on sulphate of ammonia or ammoniacal liquor from and 
to the same points and provided further that the relief shall 
be subject to the same terms and conditions as those contained 
in fourth section order No. 11040. 


Rates from and to Pacific Coast 


Fourth section application No. 13473, rates from and to 
Pacific coast territory, report of Commission on further consid- 
eration. By division 2. Original report, 192 I. C. C. 153, amended 
so as to provide that the eastern boundary of the territory in 
which relief is desired shall be the New Orleans and North- 
eastern from Meridian to New Orleans. Fourth supplemental 
fourth section order No. 10183 entered. In original report ap- 
plicants were authorized to establish class and commodity rates 
between points in Pacific coast territory, on the one hand, and 
Illinois, Louisiana, Mississippi, Missouri, and Tennessee points 
on Groups D and E, on the other, over routes through Kentucky, 
Louisiana, Mississippi, and Tennessee points in Group M, subject 
to the conditions mentioned in the report. Applicants asked 
that the New Orleans & Northeastern Railroad Co. be sub- 
stituted for the New Orleans Great Northern in describing the 
eastern boundary of the territory in which relief was desired. 


Intrastate Emergency Charges 


In No. 25135, increases in intrastate freight rates, part 7, 
Montana, the Commission in a supplemental report, has modified 
its prior report, 186 I. C. C. 615, and order subsequently entered 
requiring maintenance on intrastate commerce in Montana of 
rates not lower than those then in force, plus surcharges cor- 
responding to the surcharges maintained on interstate traffic, 
modified to except therefrom the intrastate transportation of 
crude petroleum oil from Cutbank, Mont., to Shelby, Mont. At 
the same time the Commission issued a reopening order to 
permit the change referred to above to be made. 


PROPOSED REPORTS 


Iron Pipe Couplings 


No. 25855, Cities Service Gas Co. vs. A. T. & S. F. et al. 
By Examiner Elza Job. Reparation of $120.79, with interest, 
recommended on finding rate, three carloads of iron pipe coup- 
lings, from Bradford, Pa., to Aikman, Kan., unreasonable to 
extent it exceeded 88.5 cents. Charges collected at applicable 
combination rate of 97 cents. 


3 Oak Logs 


No. 25799, Williamson Veneer Co. vs. C. & O. et al. By 
Examiner Charles A. Rice. Rates, oak logs, Big Island, Ivy, 
Deacon, New Castle, and Allen Creek, Va., and Ronceverte, 
W. Va., to Baltimore, Md., were, are and for the future will be 
unreasonable to extent they exceeded, exceed, or may exceed 65 
per cent of the contemporaneous rates on lumber from and to 
the same points, Rates and reparation recommended. 


Petroleum Products 


No. 25781, J. B. Mellor et al. vs. C. & N. W. et al. By 
Examiner W. R. Brennan. Reparation of $176.98, with interest, 
proposed on finding rates, gasoline and other petroleum products, 
points in Kansas and Oklahoma to O’Neill, Neb., unreasonable 
to extent they exceeded 49 cents from Coffeyville and Eldorado 
and 52.5 cents from Allen and Oklahoma City. 


Lancaster, Pa., Rates 


No. 25817, Manufacturers’ Association vs. A. & W. et al. 
By Examiner John J. Crowley. Dismissal proposed. Class rates 
from and to Lancaster, Pa., to and from points in central freight 
association and western trunk line territories, found not unrea- 
sonable or unduly prejudicial. Examiner said the evidence did 
not warrant prescription of the York, Pa., class rate basis from 
or to Lancaster to or from central or western trunk line ter- 
ritories. Complainant alleged prejudice and preference on the 
ground that Lancaster was grouped with Reading, Pa., whereas 
York was grouped with Harrisburg, Pa., at a lower rate basis 
than Lancaster. 


TARIFF CIRCULAR SUPPLEMENT 
The Commission has issued in printed form Supplement No. 


3, Tariff Circular No. 20, canceling Supplement No. 2. It is 
stated that Supplements Nos. 1 and 3 contain all changes which 
are in effect. 
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September 2, 1933 


COORDINATION OF TRANSPORTATION 


The Traffic World Washington Bureau 


Coordinator Eastman has called for information from Class 
| railroads that he says is needed “if a comprehensive program 
is to be adopted for the general retirement and rehabilitation of 
freight equipment and adequate plans made for the purchase 
or construction of new cars.” The Class I roads have been 
asked to make a thorough canvass of existing freight car equip- 
ment and to submit at the earliest practicable date their views 
as to the repair or retirement of worn out and obsolete cars. 

A program of dismantlement of obsolete cars, the coordina- 
tor says, will contribute to the success of the administration 
emergency program for increasing employment. Under the 
national industrial recovery act the government may lend money 
to aid in the financing of such railroad maintenance and equip- 
ment as may be approved by the Commission as desirable for 
the improvement of transportation facilities. 

The statement issued by Coordinator Eastman follows: 


In personal letters, accompanied by copies of a questionnaire, the 
executives of Class I railroads have been requested to make a thor- 
ough canvass of existing freight car equipment and to submit at 
the earliest practicable date their views as to the repair or retirement 
of worn-out and obsolete cars. 

The survey calls for a detailed description of freight cars, sep- 
arated by classes, age, capacity, weight, and character of construc- 
tion, with figures for each series showing ledger values, accrued 
depreciation, net salvage value and retirement charge. The rail- 
roads are asked to insert, opposite each series, their recommendation 
for repairs and retirement each year up to and including 1938, with 
the average cost per car. The bad-order ratio of each series is 
also requested. 

The coordinator points out that, notwithstanding many thousands 
of freight cars have been retired during the past three years, there 
are still many thousands whose period of service has expired but 
which still occupy yard and storage tracks, constituting a burden 
upon transportation and creating unnecessary hazards. In anticipa- 
tion of a continued increase in traffic, it is desirable that this unpro- 
ductive equipment be dismantled. 

It also appears from reports already available that the number 
of —- cars in need of extensive repairs is considerably above 
normal. 

The complete information called for in the survey is needed, if a 
comprehensive program is to be adopted for the general retirement 
and rehabilitation of freight equipment, and adequate plans made for 
the purchase or construction of new freight cars. 

The coordinator in his letter calls attention to the fact that the 
Interstate Commerce Commission has granted special authority dur- 
ing recent months to a number of railroads, under which they were 
permitted to depart from the usual accounting procedure, which makes 
retirement of freight train cars an operating expense to the extent 
that the depreciation reserve is inadequate, and instead to charge the 
amount to profit and loss. The suggestion is made that other rail- 
roads give consideration to the advisability of securing such special 
authorization from the Commission, in order that there may be less 
hesitancy in retiring and dismantling obsolete cars. 

The coordinator points out that such a program of dismantlement 
will contribute to the success of the administration emergency pro- 
gram for increasing employment and effect certain operating savings, 
such as avoidance of switching, reduction of fire hazard, release of 
track space, and stoppage of depreciation charges. 


Use of Light Cars 


The coordinator has also addressed to the executives of Class I 
railroads a letter in which they are asked to consider the igamediate 
voluntary restriction to service on their own lines, of cars of light 
construction, as well as cars of larger capacity but in such condition 
that they will be candidates for retirement within a period of two 
and one-half years. 

The purpose of the suggestion is to bring about quickly a higher 
standard of equipment to be used in handling traffic interchanged 
between carriers; to confine to local use the cars best suited for 
such service; to enable the owning road to control their use and 
repair, and at the same time to avoid imposing a burden upon another 
road through the excess empty car mileage and other operating ex- 
penses involved in the handling of such equipment. 

Recent reports of the car service division of the American Rail- 
way Association indicate that the time for such a move is propitious, 
as the proportion of cars on owners’ rails is about at the peak. 

Aside from simplifying the problem of freight car repairs, the 
suggestions should tend to reduce maintenance and operating costs. 

Reports of the car service division for 1932 show nearly one-third 
of the total cars loaded were loaded by the roads at their own freight 
houses with L. C. L. or merchandise traffic, with which loading the 
shippers were not involved. This prompted the suggestion that their 
older box cars be utilized in L. C. L. shuttle service, and as the 
average tons per car is low, this should increase the ratio of ‘‘net’’ 
to “gross’’ ton-miles. 

As to open-top cars, it was suggested that the largest capacity 
cars be preferentially utilized for the handling of company coal be- 
tween the mines and fuel stations, next for commercial traffic, and, 
where the supply is inadequate to meet the demands, that the smaller 
cars be used to hold reserve company fuel supply by a transfer of 
coal to smaller cars through modern coal chutes. The cost of main- 
tenance of such cars for yard movements will then be less than if 
kept in road service and the savings in mine switching and road- 
haul will more than offset the cost of releasing the large cars from 
Storage service. 


Railroad Labor 


The railroad labor situation was considered this week by 
Coordinator Eastman and representatives of the carriers and the 
railroad brotherhoods. The coordinator declined to discuss the 
proposals or suggestions that were considered before the confer- 
ence. It was reported that he had suggested that work be spread 
aS much as possible to insure employment of a greater number 
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of persons and that proposals had been made as to elimination of 
overtime, lower minimum hours and as to men employed full 
time by virtue of their seniority that they give up a portion of 
their work to railroad men out of work. Railroad brotherhood 
leaders, it was reported, objected to the proposals. Individual 
railroad men who have been unable to obtain work due to full 
observance of seniority rules have made complaints to the co- 
ordinator, 

A press association report stating that one rail executive 
had said that Coordinator Eastman was working on a definite 
consolidation plan and that in his scheme there was provision for 
a president to head each system at a salary of $17,500 a year 
was regarded at the coordinator’s office as in the nature of a 
“July” story, as President Roosevelt calls newspaper reports for 
which he says there is no foundation. The report referred to 
was published after the coordinator had issued his statement 
on railroad salaries August 25, in which he said he would not 
interfere with the railroads’ proposal that the maximum salary 
be fixed at $60,000. 

The coordinator has not yet fixed the date for a meeting of 
representatives of the rail carriers, waterway lines and highway 
operators, the idea being for these groups to get together to 
deal, if necessary, with competitive rate situations that may 
arise if the waterway and highway carriers file tariff schedules 
under codes of fair competition with the national recovery ad- 
ministration. 

Coordinator Eastman, after a brief week-end vacation, visited 
his New York staff August 28. He returned to his office in 
Washington the following day. 

President Roosevelt, according to dispatches from Hyde 
Park, N. Y., adheres to the view expressed by him heretofore 
that the railroads do not come under the national industrial 
recovery act, and has so advised A. F. Whitney, chairman of the 
Railway Labor Executives’ Association, who headed the railroad 
labor delegation that called on the President in Washington, 
August 18, and made an appeal for the prescription of a rail- 
road code of fair competition under the recovery act. 

It was presumed that the information given out at Hyde Park 
as to the President’s position followed receipt of a communica- 
tion sent him by Coordinator Eastman, to whom the President 
had referred the railroad labor proposals. Mr. Eastman had 
stated that he had no authority under the coordinator act to 
apply the principles of the recovery act to the railroads. 

In informing Mr. Whitney of the conclusion as to the rail- 
roads not being under the recovery act it was stated that the 
President had assured Mr, Whitney that the administration 
would do all that it could to see that railroad employers 
should be brought into compliance as far as possible with the 
spirit of national recovery act principles. 

It was indicated that the President held the view that Co- 
ordinator Eastman was acting in accord with the administra- 
tion’s railroad labor views in requiring the special economy 
committees set up by the railroads to be brought under the 
supervision of the railroad regional coordinating committees set 
up under the coordinator act. 

It is believed to be the President’s purpose, so far as pos- 
sible, to bring about an increase in the level of railroad employ- 
ment and to prevent dismissals from service. Whether he will 
stimulate action looking toward increasing railroad employment 
by reducing hours of service remains to be seen. 


Coordinator Eastman conferred August 30 with J. G. Wal- 
ber, vice-president of the New York Central, in charge of per- 
sonnel; E. J. McClees, secretary of the bureau of information of 
Eastern Railways; Charles P. Neil, chairman of bureau of infor- 
mation of the Southeastern Railways, and J. W. Higgins, execu- 
tive secretary of the association of western railways. These 
railway officers deal with labor relations. The coordinator con- 
ferred later with representatives of the employes. He indi- 
cated he probably would have a statement in a day or so reveal- 
ing the subject matter of the conferences. 

Coordinator Eastman’s purpose in conferring with repre- 
sentatives of the railroad managements and the employes, it 
was understood, was to see what might be done with respect to 
spreading employment and purchasing power. Brotherhood 
agreements between the railroads and the employes, it was 
said, were considered in the light of their requirements pre- 
venting the railroads from taking any initiative in spreading 
employment. 


Meeting Truck Competition 


Representatives of the Federated Truck Associations of 
America have submitted to the coordinator a protest against 
“the practice of the railroads in cutting rates to meet or to 
destroy truck competition when such rates are less than the cost 
of service rendered by the railroads.” The call on the coordina- 
tor followed adoption of the following resolution by the truck 


association: 
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Whereas, the railroads at the expense of long distance ship- 
pers and of local shippers of other commodities, have been estab- 
lishing so-called cut rates to meet truck competition, which rates 
are less than the cost to such railroads of the service rendered, and 
do not return anywhere near the cost of transportation to the carrier, 
and are made for the sole purpose of destroying competition where- 
upon other rates will be established, now, therefore 

Be it resolved, that in view of the purpose of the national recov- 
ery act, to secure employment and increase wages, that the President 
of the United States, the railroad coordinator, and the head of the 
national recovery administration be requested to use their authority 
to prevent such unfair practices, and to remedy such unfair condi- 
tions as now exist because of such practices. 


The truck association representatives took the position that 
any attempt to fix truck rates should not be on a national basis 
by “rather by regions, states or other areas where similar con- 
ditions affecting truck operating costs prevailed.” They also 
said that the truck operating industry felt it was distinctly unfair 
to them to have their costs increased under compliance with 
the N. R. A. program “at a time when the railroads were being 
given great latitude by the Interstate Commerce Commission in 
adjusting their rates on short notice.” 


Railroad Salaries 


Coordinator Eastman late August 25 issued a statement 
on the railroad salary question in which he said the regional 
railroad coordinating committees had reported that, with one 
possible exception, the railroads were willing to reduce salaries 
so that sixty thousand dollars would be the maximum. This 
maximum, said he, exceeded somewhat the maximum he had 
in mind, but he said he did not regard the situation as one that 
justified an order on his part. He left the matter with the 
regional committees, expressing the hope that “still further re- 
ductions might be made. 

Following is the statement: 


Under normal conditions I believe that it is best to leave the 
fixing of salaries to the managements, so long as the railroads are 
privately owned and operated. Nothing else is consistent with the 
theory that they can be managed better by private enterprise than 
by the government. It is the essence of that theory that the self 
interest of the private owners will insure efficient management, and 
the selection and payment of officers lies at the very heart of 
management. If the theory is unsound, there should be a change, 
but the right change would most certainly not be to create a duplicate 
public management, in the guise of a regulatory body, alongside of 
the private management. Only confusion and division of responsibility 
would result. Public regulation can do certain things well, but con- 
trol over details of management and operation is not one of them. 

Apart from study of the transportation situation with a view 
to further legislation, I deem it the main function of the Federal 
Coordinator of Transportation to help the railroads avoid the wastes 
and losses in efficiency which resuit from the natural failure of 
independent and rival managements to work well together in all 
respects. The Act gives me authority over all ‘‘wastes and prevent- 
able expense,’ but to follow this mandate literally would mean 
management, and I am not equipped to manage the railroads. So far, 
therefore, as the individual affairs of carrers are concerned, as dis- 
tinguished from matters of collective concern, I regard the power con- 
ferred upon me as justified only by the emergency and to be exercised, 
so far as it can be exercised in that light. 

I have approached the matter of railroad salaries in this spirit. 
What are proper salaries is difficult to reason out. We live under 
a social system which in general accepts the principle that as work 
becomes more difficult and responsible the money compensation should 
increase. But to what extent should it increase? The operation of 
the law of supply and demand may be given as the easy answer to 
that question, but I doubt whether conditions permit that so-called 
law to have very effective operation in the selection and payment 
of railroad executives. The only answer that I can give, in the case 
of railroad salaries, is that they should be no higher than is neces- 
sary to secure the right man for the job, and that is not a wholly 
satisfactory answer. 

One thing certain is that money is by no means the only com- 
pensation received by a railroad executive, or even a lesser officer. 
The best compensation of all, in my judgment a much more effective 
one than is commonly supposed, is the joy of creative work well done, 
particularly when it involves the element of public service. Lower 
in rank but very influential is the compensation which lies in the 
sense of power which such a position carries with it. Public recog- 
nition of eminence also plays its part. 

Without pursuing the subject further, the point is that there 
are motives of a higher order which will lead men to accept and 
seek the most responsible railroad positions, quite aside from the 
matter of salary. They ought to be cultivated and not undervalued. 
During the boom period many railroad salaries were advanced to 
an extent which was not necessary or justified, in my opinion. The 
effect was to engender public distrust and to lower the prestige 
of the positions. They were given a money-grasping aspect which 
impaired their proper recognition as quasi-public positions of dignity, 
eminence, and service. What was done was characteristic of the 
times, and the railroads were neither the only nor the chief offenders. 
Some public utilities and insurance companies are known to have 
gone further than the railroads, to say nothing of certain industrial 
companies. 

When the depression came, this situation was of course greatly 
accentuated, and the payment of such salaries at a time when divi- 
dends were very generally being suspended, when employes were 
being. laid off in large numbers, when many railroads were borrowing 
money from the government to escape insolvency, and when some 
were going into receiverships, produced a very unfavorable reaction 
throughout the country. Salaries which had been unnecessary be- 


came positively wasteful. When the emergency act was passed, this 
situation had been materially improved, but it was still sufficiently 
aggravated so that I felt it my duty to refer it formally to the 
regional coordinating committees appointed by the carriers under 
that act. 

The regional coordinating committees have considered the matter 
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at length and thoroughly and they report that they believe that the 
railroads of the country, with one possible exception where a definite 
conclusion is still to be reached, are willing to reduce salaries go 
that $60,000 will be the maximum, this figure to embrace compensa- 
tion received from all companies, carrier or noncarrier, included 
within a system. This corresponds with a peak maximum, within the 
past five years, of $150,000. This $60,000 somewhat exceeds the maxi- 
mum which was in my mind. During the World War, when the goy- 
ernment was operating the railroads, it utilized the services of some 
of the most eminent railroad operators of the country, and paid a 
maximum compensation of $50,000 per year. This was paid to some 
of the regional operating directors. The maximum and prevailing 
salary of the chief officials at the Washington headquarters was 
25,000. 

. It is true that officers who were then paid $50,000 did not have 
some of the responsibilities, particularly financial, which are among 
the most serious burdens of a private railroad executive. Yet they 
were performing very difficult service of critical importance at a 
time when conditions were much more favorable for high compen- 
sation than they are now. It was a period of national emergency, 
like the present, but the country was far more prosperous than it 
is now, employment was general, and prices were at a far higher 
level. All things considered, it seemed to me, and still seems, that 
$50,000 is the most that should be paid under present conditions. 
In saying this, I realize the difficulties inhering in an established 
mode of living, not to speak of the income tax, and that undue re- 
trenchment under such circumstances may be reflected upon others 
than the principal. 

It is also a fact that if all the salaries which are now in ex- 
cess of that level are uniformly reduced to $60,000 and no further, 
discrepancies will exist which can hardly be justified. If, in other 
words, $60,000 is made the salary of presidents of very large rail- 
road systems, the same amount should not be paid in the case of 
certain systems which are considerably smaller. There are a con- 
siderable number of chief executives of large systems who are now 
receiving less than $60,000, and some less than $50,000. 

Upon consideration, however, I do not regard the situation as 
one which justifies an order on my part, for the amounts involved 
are relatively insignificant. The regional coordinating committees 
have taken my entry into this matter in good spirit. I shall, there- 
fore, leave the matter, with the comments which I have made above, 
to the good judgment and statesmanship of the directors of the 
railroads, accepting the assurance, so far as it has been given, that 
the maximum will be reduced to $60,000 and expressing the hope 
that still further reductions may be made. I shall leave also to 
their judgment reductions in the salaries of lesser officers to conform, 
so far as may be appropriate and just, to those which are made at 
the top. 

Figures in my possession show that the maximum salaries dur- 
ing the past five years of chairmen, presidents and vice-presidents, 
for all class I railroads except a few of trifling importance, totaled 
$13,406,103. The present salaries of similar officers total $8,049,593, a 
reduction of about 40 per cent. In addition to reductions in salaries, 
this has been in part due to the elimination of certain positions not 
now regarded as necessary. In most instances the reductions have 
been made voluntarily; in others they have been brought about by 
action of the Reconstruction Finance Corporation; and in a few they 
have been caused by receiverships or trusteeships. The figures given 
above do not allow for the further reductions which have been 
assured. 


FARLEY AND RAIL ACT 


Postmaster General Farley thinks that the Roosevelt emer- 
gency transportation act gives full protection to railroad em- 
ployes in their jobs. In an address prepared for delivery at 
Kansas City, Mo., August 31, Mr. Farley, in referring to legis- 
lation passed by the last Congress, said: 

“It included legislation for the better arrangement and more 
efficient operation of the country’s rail transportation system, at 
the same time giving full protection to railroad employes in their 
jobs.” 


RAIL WAGE STATISTICS 


Total compensation paid by Class I railroads to their em- 
ployes in June amounted to $115,433,189 as compared with 113,- 
505,929 in May, and $123,781,848 in June, 1932, according to the 
Commission’s monthly statement on wage statistics of Class I 
steam railroads in the United States. The number of employes 
reported as of the middle of June was 957,532, an increase of 
19,126 over the number reported for May. A total of 1,074,651 
employes, however, were reported as having received some pay 
in the month of June either for full time or part time. 





CONDITION OF EQUIPMENT 


Class I railroads on August 1 had 316,437 freight cars in 
need of repair or 15.4 per cent of the number on line, accord- 
ing to the car service division of the Ameriacn Railway Asso- 
ciation. This was an increase of 330 cars above the number 
in need of repair on July 1, at which time there were 316,107 
or 15.4 per cent. Freight cars in need of heavy repairs on 
August 1 totaled 231,768 or 11.3 per cent, an increase of 4,879 
cars compared with the number in need of such repairs on 
July 1, while freight cars in need of light repairs totaled 84,669, 
or 4.1 per cent, a decrease of 4,549 compared with July 1. 

Locomotives in need of classified repairs on August 1 totaled 
11,109, or 22.1 per cent of the number on line. This was a 
decrease of 94 compared with the number in need of such 
repairs on July 1, at which time there were 11,203 or 22.2 per 
cent. Class I railroads on August 1 had 6,064 serviceable loco- 
motives in storage compared with 6,742 on July 1. 
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L. A. & T. LABOR DISPUTE 


The Traffic World Washington Bureau 


The emergency board appointed by President Roosevelt 
under the terms of the railway labor act to investigate and 
report on the dispute between the Louisiana, Arkansas, and 
Texas Railway Company of Texas and certain of its employes 
represented by the four train brotherhoods has found against 
the proposals of the carrier. 

In a discussion of proposed changes in rules the board 
made what appeared to be a significant observation taken in 
conjunction with comment of the emergency board that in- 
vestigated the dispute between the Kansas City Southern and 
its train operatives on proposed changes in rules on that car- 
rier’s system. (See Traffic World, Aug. 26, p. 342.) The latter 
board said that restrictive rules and regulations which the 
Kansas City Southern wished to change had interfered seri- 
ously with ‘‘the most practical and economical operation of the 
railroad and the rendering of reasonable service to its patrons.” 

In the report on the L. A. & T. dispute, the emergency 
board said: 


The members of this board would suggest that in view of changed 
conditions under which labor works due to technical improvements, 
increase of speed, and the like, and the new forms of competition 
faced by carriers, that a careful revision of rules governing rates of 
pay and working conditions should be made. The board feels, 
however, that such changes as are needed should be made to apply 
to carriers as a whole rather than to one system or even one line. 
The involved rules that have been built up during the past fifty 
years or more have in many instances become obsolete. What was 
at one time a protection has become a hindrance. An example of 
this is found in restricting the application of the seniority rules to 
one division rather than broadening it to apply to an entire system. 

It is evident to the members of this board that certain rules 
applying admirably to large systems may work a hardship on small 
systems or even on separate divisions of the same system. Here 
again we feel the needed changes are beyond the province of this 
board. Any such changes as are needed should be made by those 
who have wide knowledge of the subject and should never be left 
to the arbitrary judgment of one party. Such changes should be 
given general rather than local study and application. 


The L. A. & T. emergency board was composed of Frank P. 
Douglass, chairman; and L. W. Courtney and Walton H. Hamil- 
ton. Mr. Douglass also served as chairman of the other emer- 
gency board. 


President Roosevelt appointed the L. A. & T. board July 
26. The report of the board is dated August 26. It was re- 
leased at the White House August 29 for publication August 30. 
Under the provisions of section 10 of the railway labor act the 
status quo is to be maintained for 30 days on the L. A. & T. 
from August 26. The company may or may not abide by the 
conclusions of the board and the employes, at the end of the 
thirty days, if the company decides to change the rules as 
proposed, may strike. There is no provision in the law com- 
pelling observance of a report of an emergency board. 

The subjects in dispute between the company and the em- 
Ployes affected concern the reduction of wages, and changes 
in the basis of rates of pay, rules and working conditions of 
those employes. The dispute followed a previous one as to 
which an emergency board found against the company. 

After reviewing the proposed changes, the board said the 
present controversy involved a substantial reduction in wages. 
It said employes whose wages were already depressed more 
than 9 per cent below those of their fellow workmen upon ad- 
jacent lines were asked to take further cuts ranging from 3 
to 19 per cent. It said the new rates in their actual operation 
would bear unevenly upon employes engaged in different runs 
and that the withdrawal of punitive rates for overtime left the 
employes without the safeguards against the negligence of 
the carrier to which they had been accustomed. It said the 
employes regarded the changes in rules and in working condi- 
tions as even more serious than changes in rates of wages. 

The carrier insisted upon the necessity of the change in 


rates of wages and in working conditions and as justification 
set forth “the financial plight of the road.” The board found 
that the L. & A. and the L. A. & T. “appear to ’be a single 
business concern.” As to the ability to pay a certain level of 
wages and in conclusion the board said: 


But even if the railroads are required as separate lines, it does 
not follow that the carrier can justify serious departures from stand- 
ard wages and practices by pleading inability to pay. As relating 
to the industry as a whole, ability to pay is a factor of consequences; 
if the national railway system is not taking in the money it cannot 
pay out the wages. And in a rough and tumble world the wages of 
employes must to some extent depend upon the affluence of their 
employers, But in a competitive market, the tendency is for an 
article, whether wheat or cotton, talent or skill, to have a single 
price. Strong concerns pay the market price for the human serv- 
ices they require; and weak concerns are not exempted, because of 
their poverty, from the market price. If they cannot pay standard 
wages, they go into bankruptcy and their enterprises pass into 
other hands or cease to be. In times of prosperity the market for 
labor can be generally relied upon to maintain the standard wage. 
In times like these. when the market fails to give its protection, it 
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seems unfair to impose the shock of depression upon laborers in 
weak enterprises, who are for the time bereft of their bargaining 
power and at the mercy of their employers. 

A moment’s consideration makes clear how inequitable for com- 
mon carriers is ‘‘the ability to pay’? as a basis of wages. It would 
reward men of like ability who do identical work with quite dis- 
similar earnings and would cause living standards to vary with the 
accidental fact of the choice of an employer. Moreover, it would 
make earnings depend upon accidental considerations over which 
employes have no control. If, for example, as the carrier contends, 
the M. K. & T. of Texas is a part of the M. K. & T. system, be- 
cause the parent company owns the stock of the subsidiary, and the 
L. A. & T. and the L. & A. are separate railroads, because they 
are only owned by the same syndicate, a substantial difference in 
rates of pay is made to rest upon the fortuitous basis of a mere 
gossamer thread of legalism. The result appears all the more 
bizzare when it is remembered that the object of the Texas law was 
not to dismember systems, or to segregate for purposes of operation 
the Texas lines, but only to keep railway litigation out of the fed- 
eral courts. One must ignore realities to make a device contrived 
to force the railroads into state courts the reason for a payment 
of different rates of wages upon different parts of the system. But 
such a foundation is far too insubstantial for judgments affecting 
the livings of men and their families. 

But, whatever its merit, the principle of the ability of the in- 
dividual carrier to pay has found little expression in our railway 
policy. It has, again and again, been rejected by boards called 
upon to arbitrate or to mediate labor disputes. The collective bar- 
gaining between carriers and the brotherhoods proceeds upon the 
recognition of the desirability of standard rates. Moreover, the rail- 
ways of the country are an interlocking unit; lines may be main- 
tained as essential to the transportation service which cannot pay 
their own way. For many years Congress has been confronted with 
the problem of the ‘‘weak’’ and the “strong’’ railways; the rates 
must be uniform upon all lines, but each must meet its costs. Yet 
legislation has not tried to accommodate expenses to abilities to pay; 
instead it has attempted to effect an equilibrium by some device 
which would compel the strong td carry the weak railroads. This 
intent finds expression in the recapture clause, in the order of the 
Interstate Commerce Commission, providing for a pool from the 
increase in freight rates, and in the provision of the transportation 
act of 1920 for the consolidation of roads into systems. The in- 
dividual ownership of particular lines does not obscure the essential 
fact, recognized by the United States Supreme Court in the Dayton- 
Goose Creek case, that the national railway system must be treated 
as a unit. In these days of ‘‘national recovery,’’ when every effort 
is being made to maintain wages and to conserve the volume of pur- 
chasing power upon which the prosperity of a going industrial sys- 
tem depends, the requirements of national policy become doubly 
compelling. If the interests of private ownership clash with the 
= of national policy, the lesser must give way to the greater 
volue. 

From the foregoirg the board concludes that: 

1. The action of the carrier in putting the new schedule of rates 
of pay, rules, and working conditions into effect was not justified. 

2. The new schedule of rules does not amply protect the estab- 
lished rights of the employes. ; 

3. The rates of pay have been depressed unreasonably below 
those on connecting and competing lines and even parts of this same 
system. 

4. The employes are justified in their refusal to accept the new 
schedule. 

5 The schedule of rates of pay, rules and working conditions in 
effect prior to June 3, 1933, should be restored by the carrier. 





PETITIONS FOR REHEARING, ETC. 


1. & §S. 3659, Potato rates in Western trunk line territory, and 
cases grouped therewith. E. B. Boyd, agent and attorney for car- 
riers parties to Commission’s decision therein, dated July 26, 1933, 
asks postponement of effective date of order for a period of six 
months beyond the present effective date of October 3, 1933. 

No. 23508 et al., Mountain-Pacific Oil Cases. Union Pacific, on 
its own behalf, also of other carriers participating in I. C. C. No. 
4177, asks for a modification of the Commission’s order, as amended, 
so as to permit establishment of rates on or before September 1, 
1933, on 1 day’s notice, instead of 15 days’ notice, to permit change 
in period of notice as proposed for purpose of correcting certain 
typographical errors in publication of rates on p. 84, U. P. Tariff 
I. C. C. No. 4177, in that where ‘‘Parco, Wyo.,’”’ appears in heading 
across certain columns, ‘‘Laramie, Wyo.,’’ may be shown and also 
where “Laramie, Wyo,’’ appears in heading ‘Parco, Wyo.,’’ may 
be shown. 

No. 24517, Oliver Loser et al. vs. A. T. & S. F. et al. Defendants 
ask reconsideration of the award of reparation herein on petroleum 
products in carloads from Enid, Okla., to Center, Colo. 

No. 24567, Henry Lightig & Co. vs. M. P. Complainant and inter- 
venters ask the Commission to determine amount of reparation due 
them upon record as made herein, and to enter a formal order for 
orders, directing defendant to pay such amount of reparation as 
shall be found to be due. 

No. 24611, Gregory-Robinson-Speas, Inc., et al. vs. St. L.-S. F. 
et al. Defendants ask reopening and reconsideration on record as 
made. 

No. 25195, Continental Oil Co. vs. I.-G. N. et al., and |. & S. 3697, 
clay from southwestern points. Continental Oil Co., complainant in 
No. 25195, asks reconsideration of the record in this case and deci- 
sion made by division 5, in respect to screen specifications, rates, 
minimum weights, and refund of overcharges, on our past shipments 
of clay moved from Riverside, Tex., to Ponca City and Sapulpa, Okla. 

No. 25938, surcharges on intrastate traffic within the state of Ohio. 
Respondent, Pennsylvania, asks modification of order to permit it 
to publish a switching rate of 50 cents per ton of 2.000 pounds, on tin 
plate and/or black iron, C. L., minimum weight per. car, forty tons 
of 2,000 pounds, from Cincinnati Sheet Metal & Roofing Co. at Rock- 
wood, Cincinnati, O., to Norwood, O., the proposed rate to be subject 
to surcharges published in Jones’ Tariff of Emergency Charges No. 
530, I. C. C. 2640. 

No. 20599, Parkersburg Rig & Reel Co. vs. A. T. & S. F. et al., 
and No. 20600, Parkersburg Rig & Reel Co. vs. C. R. IL & P. et al. 
Defedants ask reconsideration of the order entered herein July 5, 
1933. 

No. 24731, The Hanna Manufacturing Co. vs. A. C. L. et al. 
Gomplainant asks reargument and reconsideration before entire 
Commission. 
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No. 13535 et al., Consolidated Southwestern Cases. F. A. Leland, 
chairman of Southwestern Freight Bureau, applies for approval un- 
der finding 27 of the publication in S. W. L. Tariff 82-G, Johan- 
son’s I. C. C. 2353, of rate of 70 cents per 100 pounds, not subject 
to emergency charges, on winding cores, tubular, paper or paper- 
board or pulpboard or compressed pulp, with or without metal ends, 
with single thickness of wall not less than one-eighth inch, loose or 
in packages or bundles, carload, miaimum weight 12,000 pounds, sub- 
ject to Rule 34, Western Classification No. 62, Fyfe’s I. C. C. 20, 
from Mobile, Ala., to Camden, Ark., and of publication in Speiden’s 
Tariff 96-G, J. C. C. 1354, of rate of 62 cents per 100 pounds, not 
subject to emergency charge, on the same description from Mobile, 
Ala., to Bastrop, La., the proposed rates to be applied as maxima 
from and to intermediate points via routes to be furnished by in- 
terested lines. 

No. 25376, Medusa Portland Cement Co. vs. A. A. et al. De- 
fendants ask reconsideration of decision herein. 

No. 25357, Kemp Lumber Co. et al. vs. A. T. & S. F. et al. 
Complainants ask reopening( reconsideration and/or rehearing. 

No. 25135, Part 7, Montana, Increases in intrastate freight rates. 
Cc. B. & Q., asks modification of findings herein and order of No- 
vember 7, 1932, with respect to intrastate rates on carload shipments 
of crude petroleum oil from Hardin, Mont., to Laurel, Mont. 

No. 25938, Surcharges on intrastate traffic within the state of 
Ohio. B. T. Jones, agent, has filed an amendment to his petition 
of August 19, which sought modification of orders to permit car- 
riers to publish a rate of $2.40 per ton of 2,240 pounds on pig iron, 
minimum weight 56,000 pounds, from Toledo, O., to Lowellville, O., 
such rate to be not subject to provisions of Tariff of Emergency 
Charges I. C. C. 2640, issued by B. T. Jones, so as to extend rate 
to points intermediate to Lowellville, O. 

No. 24816, Monarch Cement Co. vs. A. T. & S. F. et al. Com- 
plainant asks reconsideration by division 2 of Commission on record 
as made for purpose of clarification or interpretation of the report 
of division 2 herein. 

No. 25135, part 13, West Virginia, increases in intrastate freight 
rates and charges. N. Y. C., a respondent herein, asks modification 
of order of March 27, 1933. to extent of excepting from the provisions 
thereof carload shipments of bituminous coal, moved in intrastate 
transportation, from mines on the Kelly’s Creek R. R. to Belle, W. Va. 

No. 25135, part 13, West Virginia, increases in intrastate freight 
rates and charges. B. & O., respondent herein, asks modification of 
order of March 27, 1933, so as to permit publication of certain rates 
on axles, old, car or locomotive, and tires, old, worn out, locomotive, 
having value for remelting purposes only; rails, old, iron or steel; 
scrap, iron or steel (not copper clad) from various points in West 
Virginia to Fairmont, W. Va., such reduced rates to be effective to 
and including September 30, 1933. 

No. 25135, part 13, West Virginia, increases in intrastate freight 
rates and charges. B. & O., one of the respondents herein, asks 
modification of order of March 27, 1933, so as to permit the publica- 
tion of a rate on sand (other than blast, engine, foundry, glass. mold- 
ing, or loam) and gravel, from Parkersburg, W. Va., to Ellenboro, 
W. Va., and points intermediate thereto, of 50 cents per net ton, plus 
the emergency charge, such reduced rate to be effective to and in- 
cluding September 30, 1933. 

No. 14701, Jackson Traffic Bureau vs. A. & V. et al. Southwestern 
carriers, defendants, ask reopening of these proceedings, and vacation 
of the order of August 11, 1935, entered therein, in so far as said 
order provides for continued maintenance of rates on commodities 
covered by Items 150, 155, 160, 180, 185 and 190, on pages 12 and 13 
of S. W. L. Tariff No. 138B, I. C. C. 2476 (Johanson). 

No. 25091, United Brick & Tile Co. vs. A. T. & S. F. et al., 194 
I. C. C. 75, E. B. Boyd, agent and attorney for carriers parties to 
decision herein, asks for modification of order. 

No. 17561, American Refining Co., Inc., et al., vs. A. & R. et al. 
and cases grouped therewith. Complainants in No. 16684, Florence 
Chamber of Commerce vs. A. & V. et al., as reopened, 18451, Muscle 
Shoals Oil Co. et al. vs. A. & V. et al., 24969 and Sub. 1, Independent 
Oil Co. vs. A. G. S. et al., and interveners in No. 25141 and Sub. 1, 
Decatur Gas & Oil Co. et al. vs. C. R. I. & P. et al., ask reopening 
and reconsideration of these cases. 


COMMISSION ORDERS 


_ No. 26057, Board of Commissioners, Lake Charles Harbor & Ter- 
minal District, vs. A. T. & N. et al. New Orleans Joint Traffic 
Bureau permitted to intervene. 

No. 17304, International Oil Co. et al. vs. A. & S. et al. J. E. Fox, 
doing business as J. E. Fox, Ltd.; Tri-County Cooperative Oil Associ- 
ation; Red Lake Falls Oil Company; T. H. Webb; Seyverud & Meyers; 
Ziegler & Johnson; Stephen Oil Company; Farmers Cooperative Oil 
Company; Frazee Oil Company; Bagley Oil Company; Karlstad Motor 
Company; Browerville Oil Company; Ottertail Cooperative Oil Com- 
pany; Kennedy Cooperative Oil Company; Leader Oil Company; Ed- 
more Oil Company; Bristol Brothers Oil Company; Fred Craik, Ben- 
jamin Amundgaard and Iver Amundgaard, co-partners, doing business 
as Valley Oil Company; John Moberg, doing business as Moberg Oil 
Company, and Bemidji Oil Company and Moberg-Gary Oil Company; 
Fred Mortenson, doing business as Underwood Oil Company; Fred 
Bauck, doing business as Perham Oil Company; William Pearce, 
doing business as Pearce Oil Company; Earl Penrose, doing business 
as Penrose Oil Company; H. C. Groth, doing business as Ogema Mo- 
tor Company; C. A. Miller; Ray Flynn; Quality Oil Company; Lake 
Region Oil Company; Eagle Oil Company; Minnesota Co-operative Oil 
Company; Community Oil Company; John Johnson, C. R. Johnson 
and Anton Ness, co-partners, doing business as Cyrus Oil Company; 
Joseph Melby and Ralph Melby, co-partners, doing business as Dalton 
Oil Company; Ray Olson and Leonard Pederson, co-partners, doing 
business as Olson-Pederson Oil Company; Aitkin Oil Company; Berg 
Brothers Company; Farmers Equity Association; Independent Oil 
Company; Itasca Oil Company; Antoine Potvin; Morrison County Oil 
Company; John Hancock Oil Company; Schermerhorn Farms; A. W. 
Bryngelson, doing business as Detroit Oil Company; Martin E. Davis, 
doing business as Davis Oil Company; Albert Kandt, doing business 
as Kandt Oil Company; William Lindner and Arthur Lindner, co- 
partners, doing business as Lindner Oil Company; M. S. Baehr and 
E. J. Baehr, co-partners, doing business under the firm name and 
style of Baehr Oil Company permitted to intervene. 

No. 26056, Wisconsin Manufacturers’ Association vs. A. & R. et al. 
Chicago Association of Commerce permitted to intervene. 

No. 25853, American Highway Freight Association et al. vs. South- 
eastern Express Co. et al. American Enka Corporation and Fulton 
Bag & Cotton Mills, Inc., permitted to intervene. 

No. 26087, Fort Worth Grain & Cotton Exchange vs. M.-K.-T. 
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et al. Kimbell Milling Co.; Kimbell-Diamond Milling Co.; and Kim- 
bell Oil Mill permitted to intervene. 

No. 23604, St. Louis Independent Packing Co. vs. A. T. & SBF 
et al., and cases grouped therewith. St. Joseph Stock Yards Co. and 
The South St. Joseph Live Stock Exchange permitted to intervene, 

No. 16750, National Poultry, Butter & Egg Association et al. vs, 
A. & R. et al. The order entered herein on March 9, 1933, as sub- 
sequently modified, is further modified so as to become effective on 
November 10, 1933, upon not less than 30 days’ notice instead of Sep- 
tember 7, 1933, upon not less than 10 days’ notice, in so far as it 
requires the establishment and maintenance of rates from points in 
Missouri to destinations in Official territory. 

Finance No. 9135, Colorado & Southern et al. abandonment. Ef- 
fective date of certificate of public convenience and necessity issued 
in this proceeding on July 31, 1933, is extended to October 14, 1933, 

Finance No. 9689, Application of Texas & New Orleans et al. for 
authority to consolidate their properties, etc. San Antonio Freight 
Bureau permitted to intervene. 

Finance No. 10008, St. Louis-San Francisco reorganization. The 
Northwestern Mutual Life Insurance Co. permitted to intervene. 


WISCONSIN CENTRAL ABANDONMENT 


In Finance No. 9619, Wisconsin Central Railway Co. et al. 
abandonment, the Commission, by division 4, has issued a cer- 
tificate permitting the Wisconsin Central and its receiver to 
abandon, and the Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. to abandon operation of, part of a branch line of rail- 
road extending generally northward from Athens to Goodrich, 
10.55 miles, in Marathon and Taylor counties, Wis. 

Protest against the proposed abandonment was made. The 
Commission explained that the Wisconsin Central owned lines 
of railroad which were operated by the Soo under lease and 
that the segment proposed to be abandoned was the extreme 
northern part of a branch line extending from Goodrich to 
Abbotsford. The branch was built by a lumber company in 
1899 as a logging railroad and was bought by the Wisconsin 
Central in 1910, according to the report, which added that it 
was cheaply constructed through a rolling country, and had 
heavy grades and much curvature. The virgin timber has been 
long since removed from the territory which consists of cut- 
over lands sparsely settled by dairy farmers, according to the 
report. 

“The territory as a whole,” said the Commission, “is fairly 
well supplied with good roads, and dairy products, cattle, and 
any other farm products that may be shipped out are hauled 
by truck.” 

In the period 1927-1931, inclusive, the branch was operated 
at an average annual loss of $6,127, according to the report. 

Applicants estimated that an expenditure of $22,000 was 
necessary to make the segment safe to operate. They attributed 
the decline in forest products traffic chiefly to depletion of the 
timber and to the recent use of trucks to haul some of it. 
Witnesses for the protestants testified that the decline was due 
to the business depression, that only a small part of the timber 
shipments had ever been moved by trucks, and that this move- 
ment was due to unusually light snowfall and could not be 
counted upon in the future. Local shippers and land owners 
said that many of the farmers depended for their livelihood 
chiefly on selling forest products from their land and that con- 
tinued operation of the line was necessary to enable them to 
do so. The Commission said the Soo sustained serious losses 
in 1931 and the first half of 1932, that the continuation of this 
unfavorable condition was shown by testimony and that the 
record clearly established the necessity of utilizing every prac- 
ticable means of reducing the carrier’s expenses. It said opera- 
tion of the segment in question involved losses which imposed 
an unjustifiable burden on interstate commerce. 


PENNSYLVANIA CLAYTON CASE 


In No. 361, Interstate Commerce Commission, petitioner, 
vs. the Pennsylvania Railroad Co. and Pennsylvania Co., re 
spondents, the Commission has petitioned the Supreme Court 
of the United States for a writ of certiorari to the Circuit Court 
of Appeals for the third circuit, seeking review of the lower 
court’s decision setting aside the order of the Commission 
requiring the respondents to divest themselves of stock of the 
Wabash Railway Co. and of the Lehigh Valley Railroad Co., on 
a finding that the stocks were acquired in vioiation of section 7 
of the Clayton act. 

In a brief supporting the petition, Daniel W. Knowlton, chief 
counsel, and William H. Bonneville, E. M. Ebert and H. L. 
Underwood, for the Commission, said there was no dispute that 
the stock acquired represented 30 per cent of the outstanding 
stock of the Lehigh Valley and 491% per cent of the Wabash; 
nor that the Wabash owned 19 per cent of the stock of the 
Lehigh Valley. Neither could there be much dispute, said coun- 
sel, that the Pennsylvania Company was the agent or instru- 
mentality of the Pennsylvania Railroad Co. in the acquisition 
of the stock. They said the Commission so found and that the 
Circuit Court of Appeals had not found to the contrary. 

“Hence,” counsel continued, “the case as now presented 
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turns on the correctness of, and support in the record for, the 
Commission’s finding that the effect of the acquisition may be 
to substantially lessen competition and on the correct construc- 
tion of the phrase ‘solely for investment.’ ” 

Counsel then proceeded to support the contention that the 
effect of the acquisition of the stock might be substantially to 
lessen competition between the Wabash and Legih Valley and 
the Pennsylvania Railroad. 

Other points developed by counsel were that the lower court 
failed to give full effect to the provision of section 11 of the 
Clayton act that the finding of the Commission, if supported by 
testimony, should be conclusive; that the lower court miscon- 
strued the Clayton act in not holding that evidence of possession 
of the power to suppress competition was sufficient to sustain 
the proceeding, and that the acquisition of the stock for the 
purposes and under the circumstances disclosed in the record 
could not be brough within the “solely for investment” provision 
of section 7. 

“The situation,” said counsel, “in essence, is this: The 
purpose of the Pennsylvania was to deprive the Wabash and 
the Lehigh Valley of their individual corporate lives and 
eventually to make them an integral part of the Pennsylvania 
system. Necessarily included in this was the intention to de- 
prive the companies of all power to compete with the Pennsyl- 
vania and by means of the controlling power which it had ob- 
tained by the stock purchases to dry up the traffic on those rail- 
roads as and when such result fitted that purpose. The public 
interest which the Clayton act sought to protect may not be 
defeated by a claim that other and subordinate considerations 
were also included. 

“It is of prime importance that there be an authoritative 
determination of this question as a guide in other proceedings 
under the Clayton act.” 


ROCK ISLAND “CONSOLIDATION” 


The Chicago, Rock Island & Pacific Railway Co., in Finance 
No. 9410, application of the Chicago, Rock Island & Pacific Rail- 
way Co. and subsidiaries for authority to consolidate their prop- 
erties under section 5 of the interstate commerce act, has asked 
the Commission to modify its report by striking from it the 
condition requiring the Rock Island to abide by such findings as 
the Commission may hereafter make with respect to acquisition 
of the Wichita Northwestern by the Rock Island. 

The Rock Island says that it has no legal power to make 
the agreement required of it and also that there is no occasion 
or justification for the requirement for such agreement as the 
condition precedent to the granting of the application. The 
Rock Island makes the point that all its property, by virtue of 
the bankruptcy proceedings under the federal bankruptcy act, 
is under the jurisdiction of the federal court for the northern 
district of Illinois, eastern division, and that, therefore, the 
applicant is without power to acquire the line of the Wichita 
Northwestern or make any commitment with respect to acquisi- 
tion or operation thereof. The Rock Island takes the position 
that the Commission can lose nothing by deferring matters relat- 
ing to acquisition of lines other than the subsidiaries covered 
by the application. 


HOCH-SMITH GRAIN HEARING 


Cross examination of J. S. Brown, director of the trans- 
portation department, Chicago Board of Trade, was completed 
this week at the Hoch-Smith grain hearing, docket 17000, part 
7, in Chicago, before Examiners Mackley and Hall. Other testi- 
mony was given by Clyde Reed, representing Kansas farm or- 
ganizations; I. C. Peterson, rate clerk, Kansas Commission, and 
John Kuhn, traffic manager, Omaha Grain Exchange. Mr. Kuhn 
returned to the stand to correct an exhibit previously intro- 
duced by him on the relative coarse grain prices paid at Kansas 
City and Omaha and to give additional testimony on that 
subject. 

Homer Hoch, chairman of the Kansas Commission and co- 
author of the legislation responsible for the proceeding, was 
on the bench with the Commission examiners part of the week. 

Cross-examination of Mr. Brown was extensive and thorough. 
It required more than half of the week. He was particularly 
closely questioned by Harry Ames, representing Omaha, who 
appeared to dislike Mr. Brown’s proposal with respect to pro- 
portional rates from the Missouri River markets to Chicago. 
Under those proposals, the Omaha-Chicago proportional would 
be a half cent higher than the Kansas City-Chicago proportional. 
Mr. Brown insisted it would be unfair to the producer west of 
the Missouri River to average the rate from all the Missouri 
River markets. He held that the producer was entitled to the 


benefit of the short-line distance and rate. 
Numerous other points in elaboration of his general testi- 
mony were developed by the questioning, notably an insistence 
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that undue prejudice and preference resulted from differences 
in the extent to which switching charges were absorbed at the 
various markets, no absorption being made at Chicago. 

The witness’s opinion with respect to the relative desir- 
ability, from the market point of view, of a system of through 
rates from producing territory to destination territory, with 
transit at the markets, as contrasted to local rates into the 
market and proportionals beyond, was developed at length by 
Examiner Mackley. Mr. Brown held that the rate-break prin- 
ciple, with transit allowed at the market, was more desirable. 

Exhibits and oral testimony were introduced by Mr. Reed 
in support of a contention that transportation conditions from 
Kansas producing areas into Kansas City were more favorable 
than from the producing territories back of Omaha and Minne- 
apolis into those markets. He also introduced proposals as to 
the proportional rates that should apply from Kansas City, 
Omaha, and Minneapolis to Chicago. He suggested a rate of 
13% cents to apply from Kansas City to Chicago, as against 
the present rate of 17% cents; of 14% cents from Omaha to 
Chicago, compared with the existing parity between that rate 
and the Kansas City-Chicago rate, and of 12% cents, Minne- 
apolis to Chicago, against the present rate of 13 cents. 

In support of the four-cent reduction he proposed in the 
Kansas City-Chicago proportional, he said that Kansas had 
sacrificed advantages it had in the way of superior transporta- 
tion conditions into Kansas City, so far as the local inbound 
adjustment was concerned, and so should not be required to 
take less than transportation conditions justified east of the 
river. 

Mr. Peterson’s testimony was essentially of a statistical 
nature, merely setting out data as to transportation conditions, 
and similar matters surrounding the movement of the Kansas 
crop. His testimony was not backed by any contentions as to 
rates that should apply, he said, but was merely for the purpose 
of making the information available. The issue was raised as 
to whether the Kansas commission was to be regarded as a 
litigant or a judge, the proceeding being conducted on a Co- 
operative basis between the federal and state regulatory bodies. 


REFRIGERATION CHARGES 


Cross-examination of carrier witnesses as to the cost of ice 
at the 2,200 icing stations in the country was continued this 
week at the hearing, in Chicago, before Examiner Sharp, in 
the general investigation of rail refrigeration charges, docket 
20769, in re charges for protective service for perishable freight. 
(See Traffic World, Aug. 26, p. 340.) It was thought that phase 
of the proceeding would be concluded September 1, and the 
shippers, principally the packers, would proceed with their 
direct testimony dealing with the charges under section 4 of 
Dearborn’s perishable protective tariff No. 5. 


The detailed, point by point examination of the carrier 
exhibits and testimony was interrupted to allow E. F. Scott, 
traffic manager, Beatrice Creamery Company, to introduce his 
evidence. That dealt largely with transportation differences 
surrounding the movement of dairy traffic, as contrasted with 
those involved in the shipment of fruits and vegetables. The 
railroad witnesses had asked for increases in section 4 charges 
applicable to dairy products and fresh meats and packing house 
products. Mr. Scott pointed out that icing requirements for 
the dairy products traffic were materially different at different 
seasons of the year, and contended for continuance of the pres- 
ent basis of charges. The dairy shipments generally originated 
at points where regular icing facilities were maintained, he 
said, in contrast to the situation with respect to the fruit and 
vegetable traffic. In the latter connection, emergency icing 
stations, at out of the way points, where costs where high, 
were called into use, whereas these relatively high cost facil- 
ities played little or no part in the movement of the dairy 
traffic. He held that, for this reason, it would be improper to 
base the refrigeration charges applicable to the dairy traffic 
on an average of the costs at all of the 2,200 icing stations in 
the country. 

It was thought the hearing would be concluded by the end 
of next week, 


BRICK REPARATION SOUGHT 


A petition for reconsideration and/or oral argument and 
reconsideration by the full Commission has been filed in No. 
24995, Fairchild Clay Products Co. vs. Atchison, Topeka & 
Santa Fe et al., by J. A. Little for complainant, the Commis- 
sion, by division 4, having denied reparation on shipments of 
brick and related articles from Endicott, Neb., to points in 
Kansas. A finding of unreasonableness was made as to the 
future. Complainant contends that the denial of reparation is 
contrary to the weight of the evidence submitted and to the 
weight of authority in a long line of decided cases. 
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“We think it significant,’ says complainant, “that the re- 
port, sheet 8, finds that complainant made shipments, paid and 
bore charges and is entitled to reparation on such shipments, 
but we cannot understand the failure of the majority report to 
make the necessary further findings as to the basis for such 
reparation which plainly should have been awarded.” 


FINANCE APPLICATIONS 


Finance No. 10120. South Pacific Coast Railway Co. and South- 
ern Pacific Co., lessee, ask authority to abandon approximately seven 
miles of the Boulder Creek Branch between Felton and Boulder 
Creek in Santa Cruz county, Calif. 

Finance No. 10121. Southern Pacific Railroad Co. and Southern 
Pacific Co., lessee, ask authority to abandon 11.93 miles of lines of 
the Lagoona Branch between Colorado and Potholes in Imperial 
county, Calif. 

Finance No. 10119. Reading Co. asks authority to extend ma- 
turity of $2,644,000 prior lien mortgage bonds of the Philadelphia & 
Reading Railway Co. (Reading Co., successor), from October 1, 1933, 
to October 1, 1943, with interest at 4% per cent instead of 5 per 
cent. 

Finance No. 10118. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon that portion of its branch line of railroad 
between Galesburg and Fairview, in Knox and Fulton counties, IIl., 
28.83 miles. Abandonment would effect an annual net saving of 
approximately $19,371, according to applicant, which said that the 
public would be afforded adequate facilities by the other rail lines 
and state highways in the immediate vicinity. 


VALUATION REPORTS 


Valuation No. 1084, Mississippi & Western Railroad Co., opinion 
No. B842, 43 Val. Rep. 175-184. By division 1. Final value for rate- 
making purposes of the property of the Mississippi & Western Rail- 
road Co., owned and used for common carrier purposes, found to be 
agg oe and of property used but not owned, $21,000, as of December 
31, 1928. 

Valuation No. 1120, City of Prineville Railway, opinion No. B862, 
43 Val. Rep. 398-406. By division 1. Final value for rate-making pur- 
poses of the property of the City of Prineville Railway, owned and 
used for common carrier purposes, found to be $240,000. and of prop- 
erty used but not owned, $69,000, as of December 31, 1927. 

Valuation No. 1116, Helena Southwestern Railroad Co., opinion 
No. B848, 43 Val. Rep. 228-240. By Division 1. Final value for rate- 
making purposes of the property of the Helena Southwestern Railroad 
Co., owned and used for common carrier purposes, found to be $195,000, 
and of property used but not owned, $3,085, as of December 31, 1927. 

Valuation No. 1156, Osage Railway Co., opinion No. B836, 43 Val. 
Rep. 95-107. By division 1. Final value for rate-making purposes 
of the property of the Osage Railway Co., owned and used for com- 
mon carrier purposes, found to be $410,000 as of December 31, 1927. 

Valuation No. 1136, Asphalt Belt Railway Co., opinion No. B-852, 
43 Val. Rep. 277-286. By division 1. Final value for rate-making 
purposes of the property of the Asphalt Belt Railway Co., owned and 
used for common carrier purposes, found to be $325,000 as of Decem- 
ber 31, 1928. 

Valuation No. 1088, Mississippi & Skuna Valley Railroad Co., 
opinion No. B-850, 43 Val. Rep. 254-264. By division 1. Final value 
for rate-making purposes of the property of the Mississippi & Skuna 
Valley Railroad Cco., owned and used for common carrier purposes, 
found to be $290,000 and of property used but not owned $105,000, 
as of December 31, 1928. 





SUSPENDED TARIFFS 


In I. and S. No. 3906, the Commission has suspended from 
August 31 until March 31 schedules in supplement No. 23 to 
the Consolidated Freight Classification, A. H. Greenly’s I. C. C.- 
O. C. No. 51, E. H. Dulaney’s I. C. C. No. 44 and R. C. Fyfe’s 
I. Cc. C. No. 20. The suspended schedules propose to cancel 
the participation of the Seaboard-Great Lakes Corporation in 
the Gonsolidated Freight Classification in so far as it applies 
on traffic governed by the Official Classification. (See Traffic 
World, Aug. 26.) 

In I. and S. No. 3907, the Commission has suspended from 
August 31, until March 31, schedules in supplement No. 251 to 
Chicago, Rock Island & Pacific I. C. C. No. C-11723, and numer- 
ous other tariffs of agents and individual lines issues, The 
suspended schedules propose to make inapplicable rules govern- 
ing pick-up and delivery service in connection with joint through 
class and commodity rates on traffic from and to points on the 
Arkansas Valley Interurban Railway and the Kansas City, Kaw 
\alley and Western Railroad, which are electric lines operating 
in Kansas, 


BURLINGTON ABANDONMENT 


In Equity No. 13445, Board of County Commissioners of 
Doniphan County, Kan., et al. vs. United States, Interstate Com- 
merce Commission and Chicago, Burlington & Quincy, filed in 
the federal court at Chicago, complainants ask that the cer- 
tificate issued by the Commission in Finance -No. 9601 author- 
izing the Chicago, Burlington & Quincy to abandon its branch 
line from a point near Atchison, Kan., to Rulo, Neb., 44.72 miles, 
be set aside. (See Traffic World, July 1, p. 11.) 


TRUSTEES FOR FRISCO 


The Reconstruction Finance Corporation is expected to ask 
Federal District Judge Faris at St. Louis to appoint trustees for 
the St. Louis-San Francise), which is in the hands of receivers, 
under the provisions of the federal bankruptcy act. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 19 totaled 
634,845 cars, according to the car service division of the Amer. 
ican Railway Association. 


This was an increase of 12,086 cars above the preceding 
week this year and an increase of 116,405 cars above the cor- 
responding week in 1932. It was, however, a reduction of 113,755 
cars below the corresponding week in 1931. Loading for 1933 
thus far totals 17,587,173 cars, nearly 20,000 cars abvoe 1932 
loading for the corresponding period. 


All commodities showed increases over the preceding week 
except grain and grain products, forest products and merchan- 
dise less than carload freight. All commodities showed increases 
over the corresponding week last year except live stock, grain 
and grain products and merchandise less than carload freight. 


Miscellaneous freight loading the week ended August 19 
totaled 222,498 cars, an increase of 6,348 cars above the preceding 
week, 


Loading of merchandise less than carload lot freight totaled 
168,881 cars, a decrease of 815 cars below the preceding week. 


Grain and grain products loading totaled 28,598 cars, a 
decrease of 3,000 cars under the preceding week. 


Forest products loading totaled 26,875 cars, 883 cars below 
the preceding week. 


Ore loading amounted to 37,384 cars, an increase of 4,349 
cars above the week before. 


Coal loading amounted to 126,317 cars, an increase of 3,710 
cars above the preceding week. 

Coke loading amounted to 6,975 cars, 449 cars above the 
preceding week. 

Live stock loading amounted to 17,317 cars, an increase of 
1,928 cars above the preceding week. 

All districts reported increases in the total loading of all 
commodities compared with the same week in 1932. All dis- 
tricts reported decreases compared with the corresponding week 
in 1931, except the Pocahontas, which showed an increase. 

Revenue freight loading by districts the week ended August 
19 and for the corresponding period of 1392 was reported as 
follows: 


Eastern district: Grain and grain products, 4,735 and 6,174: live 
stock, 1,644 and 1,646; coal, 29,237 and 17,961; coke, 1,660 and 846: 
forest products, 1,582 ang 1,327; ore, 4,189 and 1,571; merchandise. 
L. C. L., 46,466 and 44,589; miscellaneous, 53,726 and 41,560; total, 
1933, 143,239; 1932, 115,674; 1931, 164,443. ‘ : 


Allegheny district: Grain and grain products, 2,446 and 2,956; 
live stock, 1,319 and 1,348; coal, 32,023 and 20,831; coke, 3,315 and 
836; forest products, 1,437 and 718; ore, 6,580 and 722; merchandise, 
L. C. L., 34,042 and 34,386; miscellaneous, 49,966 and 34,210; total 
1933, 131,128; 1932, 96,007; 1931, 147,141. : 

Pocahontas district: Grain and grain products, 203 and 284; live 
stock, 174 and 306; coal, 36,798 and 25,421; coke, 180 and 103; forest 
products, 832 and 479; ore, 200 and 46; merchandise, L. C. L., 5,194 
and 4,869; miscellaneous, 5,327 and 4,755; total, 1933, 48,908; 1932, 
36,263; 1931, 47,358. 

Southern district: Grain and grain products, 2,126 and 3,160; 
live stock, 776 and 858; coal, 15,956 and 12,519; coke, 301 and 178; 
forest products, 7,949 and 4,868; ore, 710 and 85; merchandise, L. C. L., 
28,393 and 28,782; miscellaneous, 28,289 and 24,245; total, 1933, 84,500; 
1932, 74,695; 1931, 103,136. 

Northwestern district: Grain and grain products, 9,900 and 12,277; 
live stock, 5,056 and 4,115; coal, 4,198 and 2,556; coke, 1,220 and 494; 
forest products, 6,946 and 3,130; ore, 23,741 and 3,134: merchandise, 
L. C. L., 19,751 and 20,738; miscellaneous, 23,252 and 22,191; total, 
1933, 94,064; 1932, 68,635; 1931, 109,042. 

Central western district: Grain and grain products, 6,602 and 9,965; 
live stock, 6,759 and 7,462; coal, 4,943 and 4,452; coke, 156 and 92; 
forest products, 4,691 and 2,953; ore, 1,792 and 1,574; merchandise, 
L. C. L., 22,735 and 23,517; miscellaneous, 37,231 and 34,280: total, 
1933, 84,909; 1932, 84,295; 1931, 116,847. 

Southwestern district: Grain and grain products, 2,586 and 3,330; 
live stock, 1,589 and 1,888; coal, 3,162 and 1,869; coke, 143 and 66; 
forest products, 3,438 and 2,187; ore, 172 and 99; merchandise, L. C. L., 
12,300 and 12,755; miscellaneous, 24,707 and 20,677; total, 1933, 48,097; 
1932, 42,871; 1931, 60,633. 

Total, all roads: Grain and grain products, 28,598 and 38,146; live 
stock, 17,317 and 17,623; coal, 126,317 and 85,609; coke, 6,975 and 2,615; 
forest products, 26,875 and 15,662; ore, 37,384 and 7,231; merchandise, 
L. C. L., 168,881 and 169,636; miscellaneous, 222,498 and 181,918; total, 
1933, 634,845; 1932, 518,440; 1931, 748,600. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 
Four weeks in January........cccoee 1,910,496 2,266,771 2,873,211 
Four weeks in February............. 1,957,981 2,243,221 2,834,119 
Four weeks in Mareh......csccccccss 1,841,202 2,280,837 2,936,928 
Wive Weeks ti ASril. ......cccccccccce 2,504,745 2,774,134 3,757,863 
WOU WOGES TE TERT soc ccccccccceses 2,127,841 2,088,088 2,958,784 
Pour Weeks tn June... .....ccccccccss 2,265,379 1,966,488 2,991,950 
BiVG WEGNE I. TUNG. 5c 000s scucicecane 3,108,813 2,420,985 3,692,362 
Week ended August 5............... 613,112 496,626 734,730 
Week ended August 12.......ccccsers 622,759 511,965 743,626 
Week ended August 19.............. 634,845 518,440 748,600 


————_ 


MME cosecchicg cSt cece ce ine we sao ewan 17,587,173 17,567,555 24,272,173 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HARTERING of vessels for grain cargoes has improved some- 

what in the last few days with a number of fixtures reported 
out of Montreal and Fort Churchill. Other trades maintained 
substantially the same levels as last noted. 

Six fixtures were consummated from Montreal and one 
from Fort Churchill. Those for Antwerp or Rotterdam were 
done on the basis of 5c and those for United Kingdom ports 
were mostly on the basis of 1s 3d for September loading. 

Two vessels were engaged to load sugar from Cuba to 
United Kingdom-Continent for September. One, a 1,181-ton ship, 
was closed at 12s 6d, while a 7,500-ton vessel was done at the 
same rate for three loading ports in Cuba. 

In addition to West Indies time charters this branch of the 
market had several other fixtures for longer voyages. A Nor- 
wegian motorship of 2,919 tons was taken for a period in the 
transatlantic trade on private terms for prompt loading and a 
British steamer, 2,875 net, was engaged for a round trip in 
the West Coast of South America trade at 70c for prompt load- 
ing. A British steamer of 2,638 tons was taken for delivery 
South Atlantic, redelivery United Kingdom Continent, October 
loading at 75c. 

Lumber and coal fixtures were lacking.: A 2,522-ton Danish 
motorship was fixed for scrap iron from the Gulf to Japan at 
about $2.25 f. i. o. for September and a steamer of 1,993 net 
tons was fixed for nitrate from Hopewell, Va., to the Bordeaux- 
Hamburg range at $2.20 for one port, $2.30 if two, prompt 
loading. 

Three tankers, ranging from 3,891 to 5,860 tons were closed 
to load crude oil in the Gulf for Hamburg and/or Wilhelmshaven 
at 7d 3d for prompt loading and an 8,500 ton motorship was 
taken for a clean cargo from the Gulf to United Kingdom- 
Continent at 6d 1044d, with option for Sweden at 8s 10%d for 
September. A motorship was fixed for 75,000 barrels, two trips, 
from Tampico to North of Hatteras at 13c for September and 
a 7,500-ton motorship was engaged for a dirty cargo from the 
Gulf to United Kingdom-Continent at 9s 3d for September. 
On the Pacific coast a 9,000-ton British motorship was closed 
for a clean cargo from California to United Kingdom-Continent 
at 138s 6d for September. 

Copies of the code drafted by special committees of the 
New York Forwarders’ and Brokers’ Association and the New 
York Customs Brokers’ Association have been sent to the Na- 
tional Recovery Administration. The code will apply to four 
groups, consisting of the export forwarders, steamship freight 
brokers, import forwarders and custom house brokers. Others 
may be included if desired. Each group is empowered to name 
an administrative committee of at least three members and 
these committees will constitute a national executive commit- 
tee to consider amendments, adjust complaints and deal with 
general problems. 

The code includes barring of price cutting or offering re- 
bates or other special inducements as a means of securing busi- 
ness. A forty-hour week is provided for, though extension to 
forty-eight hours in such periods is permissible provided a re- 
duction is made at a later period. A minimum wage of $15 
a week for general office employes is set while trained office 
help is set at a $25 minimum. Acceptance of commissions, 
brokerage or payment or any money other than the regular 
uniform fee for making contracts with carriers or their prin- 
cipals is forbidden to steamship freight brokers. Any broker, 
either as an individual or as a unit, is forbidden to have owner- 
ship in terminals or terminal facilities, warehouses, railroad 
cars or equipment, vessels, steamers, trucks, or other vehicles 
of transportation. 

The United Fruit Co. has announced that it has concluded 
a reciprocal arrangement with the Pan-American Airways effect- 
ing a close working alliance between the steamship and air 
Services. It is contemplated that, where such an arrangement 
will be beneficial to the needs of American trade in the terri- 
tory covered by the services, joint steamship and air connec- 
tions will be established to provide through transport and ship- 
Ping facilities for the carriage of passengers and cargo part 
way by steamer and part way by plane. 


AUTOS ON GREAT LAKES, ETC. 


On order of the Acting Secretary of Commerce the division 
of regulation and traffic of the Shipping Board Bureau will hold 
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a hearing in Duluth, Minn., September 7, on the petition of the 
Western Transit Co. in Docket No, 109, Association of Regulated 
Lake Lines Agreement. (See Traffic World, Aug. 26, p. 348.) 

In Dockets Nos. 104 and 105, complaints of American Scantic 
Line, Inc. vs. Baltimore Mail Steamship Co. et al., briefs in lieu 
of oral argument have been ordered filed in support of and in 
opposition to granting of motions on behalf of certain respon- 
dents. 


SEATRAIN WITHDRAWS COMPLAINT 


Stating that under date of August 15 it was admitted to 
affiliated membership in the Cuban section of The Association 
of West India Trans-Atlantic Steamship Lines, Seatrain Lines, 
Inc., has advised the Shipping Board Bureau of the Department 
of Commerce that its complaint in Docket No. 108, Seatrain 
Lines, Inc., vs. Royal Mail Lines, Ltd., et al., has been satisfied 
and prays that further proceedings be discontinued. 


SHIPPING BOARD HEARING 


Hearing in Docket No. 106, Harbor Department of the 
city of San Diego vs. American Mail Line, Ltd., et al., has 
been postponed by the division of regulation and traffic of the 
Shipping Board Bureau of the Department of Commerce from 
September 5 to September 7. The hearing will be held in 
room 5, Broadway Pier Terminal, San Diego, Calif. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act, 1916, as amended, have been approved by 
the Acting Secretary of Commerce: 


Pacific Coast to Great Lakes: 2406—Luckenbach Steamship Com- 
pany, Inc., with National Motorship Corporation: This agreement 
provides for through shipments of canned goods, dried fruit, dried 
beans, hops, brewer’s rice, rice screenings, box shooks and mustard 
seed from Pacific Coast ports to Buffalo, Cleveland, Toledo, Detroit, 
Milwaukee and Chicago, with transhipment at New York. 

2407—Luckenbach Steamship Company, Inc., with W. E. Hedger 
Transportation Corporation: This agreement covers through ship- 
ments of canned goods, dried fruit, dried beans, hops, brewer’s rice, 
rice screenings, box shooks and mustard seed from Pacific Coast 
ports to Buffalo, Cleveland, Detroit, Milwaukee and Chicago, with 
transhipment at New York. 

Australia and New Zealand to U. S. Gulf: 2440—The Oceanic 
Steamship Company and Oceanic and Oriental Navigation Company 
with Swayne & Hoyt, Ltd. (Gulf Pacific Line): 2441—The Oceanic 
Steamship Company and Oceanic and Oriental Navigation Company 
with Luckenbach Gulf Steamship Company, Inc.: Each of these 
agreements provides for through shipments from Australia and New 
Zealand to United States Gulf ports, with transhipment at Los 
Angeles Harbor and/or San Francisco, 

Norway to U. S. Pacific Coast: 2474—Wilh. Wilhelmsen (Wil- 
helmsen Line) with American-Hawaiian Steamship Company: This 
agreement provides for through shipments from Stavanger, Oslo, 
Bergen and other Norwegian ports to United States Pacific Coast 
ports, with transhipment at Boston and/or Philadelphia. 

China and Japan to U. S. Atlantic Coast: 2492—Nippon Yusen 
Kaisha, Pacific Steamship Lines, Ltd. and Luckenbach Steamship 
Company, Inc.: This agreement covers through shipments of silk from 
China and Japan to United States Atlantic Coast ports, with tranship- 
ment at Seattle and San Francisco. This agreement cancels and 
supersedes Agreement No. 2390. 


SHIPPING INDUSTRY CODES 


Preparations for handling codes of fair competition under 
the national industrial recovery act for the trans-oceanic, inter- 
coastal, coastwise, Great Lakes, and river and harbor shipping 
industries, and all associated industries or trades, have been 
made by General Hugh S. Johnson, national recovery admin- 
istrator, 

William H. Davis, of New York, has been appointed by Gen- 
eral Johnson as deputy administrator to have charge of the 
codes when they have been submitted. Mr. Davis is senior 
member of the law firm of Pennie, Davis, Marvin & Edmonds 
and has practiced law in New York City since 1902. 

The national recovery administration announced that Gen- 
eral Johnson had been formally notified that the American 
Steamship Owners’ Association was preparing a code, on behalf 
of its membership, thus ending uncertainty as to whether or 
not the part of the shipping industry represented by that asso- 
ciation would be brought under the provisions of N. R. A. 

Some twenty-five representatives of various waterway serv- 
ices met in Chicago, August 25, preliminary to a meeting to be 
held with railroad representatives to deal with problems of 
competition. Coordinator Eastman is said to have asked for 
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such a joint meeting, over which he will preside, in an effort 
to eliminate so-called competitive waste and to iron out ques- 
tions expected to develop following the adoption of codes by 


the various groups of waterway carriers. The Chicago meet- 
ing was attended by representatives of all the principal classes 
of waterway carriers, including intercoastal, coastwise, lake, 
and inland waterway operators. 

Plans were completed for the appointment of representa- 
tives of the various groups and for a meeting of them, in Chi- 
cago, September 1, for further discussion of the matters to be 
taken up in the joint meeting with the railroads. No definite 
action of any kind, other than instructions to those present 
to report to their various associations, which will then appoint 
representatives empowered to act, was said to have come out 
of the meeting. The meeting with the coordinator and the 
railroad representatives is expected to follow shortly after the 
September 1 meeting. 

Among many strange workings of the national industrial 
recovery act and of the federal government, the situation re- 
sulting from the expected adoption of a code by inland water- 
way operators has occasioned comment. General T. Q. Ash- 
burn, president of the Inland Waterways Corporation, the gov- 
ernment barge line competing with private waterway operators, 
has circularized heads of all departments of his organization 
informing them of a reply to a letter addressed by himself to 
General Johnson, recovery administrator. 

Under the interpretation of the recovery administration, 
employes of federal, state, and local governments and other pub- 
lic institutions and agencies are not subject to the President’s 
reemployment agreement, and so the agencies and employes are 
not to be brought under codes such ag private business and 
enterprise must submit to. 


As a representative of one of the privately operated barge 
lines on the Mississippi put it, the government is not only the 
most formidable contender for traffic on the Mississippi, with 
tax money as the sustaining source of its services, but the 
private operator is compelled to accept the dictation of the gov- 
ernment as to hours of work and pay of his employes, while 
the government service is left free to follow its own course in 
these matters. 


RIVERS AND HARBORS CONGRESS 

Declaring that there is “great need for united action on 
the part of all those interested in the continued improvement 
and development of the nation’s waterways if the entire water- 
way program, which has been so laboriously built up through 
years of intensive effort, is not to be given a severe setback 
and the large investment already made in waterways wasted,” 
the National Rivers and Harbors Congress has called a special 
meeting to be held in Chicago at the Congress Hotel October 
12 and 13. 

“The purpose of this meeting is to consider the present 
status of the rivers and harbors, flood control and waterways 
program, and to formulate a legislative program for presenta- 
tion at the forthcoming session of the national Congress in 
January, 1934,” said Frank R. Reid, president. 

Mr. Reid asserted that “the insidious fight against the water- 
ways has not stopped.” 


PORT OF HOUSTON 


The statistical department of the Houston Port Commission 
reports that the tonnage handled over the Houston wharves 
for July was far in excess of any previous July in the history 
of the port, being 60% greater than the same month of 1932. 

The following table shows a comparison of the various 
movements in and out of the port for July of 1932 and 1933: 


—1932— —1933— 
Short Tons Value Short Tons Value 

Se er Tra 8,119.7 $ 681,449 9,077.2 $ 660,529 
IE inks Bare tcue.d.0: 655 ws orecques 123,417.5 6,269,411 331,729.4 16,477,485 
Inbound Atlantic .......... 11,592.1 1,722,373 37,724.4 4,858,774 
Outbound Atlantic ........ 488,132.7 10,816,728 774,754.5 11,776,728 
CO aaa 34,715.6 1,161,055 57,882.6 1,643,320 
Outbound Gulf ............ 163,337.6 927,819 118,052.7 1,106,616 
Inbound Pacific ........... 6,846.8 718,976 3,735.2 376,418 
Outbound Pacific ......... 470.7 51,125 6,453.3 535,764 

| 836,632.7 $22,348,936 1,339,409.3 $37,435,634 


Foreign imports and exports, North Atlantic, inbound Gulf 
and outbound Pacific movements all show increases. 

For the period January 1 to July 31 there was also a heavy 
increase, the records showing that the tonnage movement ex- 
ceeded 1932 by 30.65%, that of 1931 by 29.48% and 1930 (the 
peak of previous records) by 11.08%. 

The end of July marks the close of the fiscal cotton season, 
and Houston continues to maintain its lead as first cotton ex- 
porting port of the United States. 
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The movement of this commodity by seasons is shown ag 
follows: 


Season Square Bales Season Square Bales 
Cc eo eae 2,299,513 19381 and 1932............2,655,094 
eee L676,418 1932 and 1983............ 2,584,506 
a 2,183,028 


The ship movement has also been gratifying. July entrances 
were 208 and clearances 206. For the seven months the arrivals 
and departures compare as follows: 


Arrivals Departures Total 
MED dindisigiee wud 85s cane areeepunseetense 3 2 2,414 
DL © Scere eke nGcw ss oo bes eae esos Samieteeiae 1,152 1,156 2,308 
BR. = Seiad ea aiauinew paN ees eames asamesioleinne 1,225 1,231 2,456 
Se ee eee eee rr 1,373 1,369 2,742 


The Todd Dry Dock Company, of New York, will construct 
a series of floating dry docks and ship repairing plant on the 
Houston Ship Channel, the estimated cost being $2,500,000.00, 
The Reconstruction Finance Corporation has granted a loan of 
$1,100,000.00 to Todd. 


IMPROVEMENT OF WATERWAYS 


Allotment of $14,153,108 of public work funds has been made 
by the federal public works administration for expenditure on 
the middle Missouri River for installment of revetment and 
dike systems to stabilize the navigation channel. About 
$2,000,000 will be spent between Kansas City and St. Joseph, 
Mo., and the remainder between St. Joseph and Sioux City, Ia. 
It is estimated this expenditure will furnish work for about 
8,000 men for one year. In addition to the labor utilized on 
the river there will be a large number of men employed in the 
forests cutting and piling lumber and in local quarries, according 
to officials. 

In a report submitted to Chairman Mansfield, of the house 
committee on rivers and harbors, Major General Lytle Brown, 
chief of engineers, has concurred in a report to the board of 
engineers of rivers and harbors with respect to improvement of 
Barnegat Inlet, N. J. The general said it was his recommenda- 
tion that the project should not receive favorable consideration 
until large local cooperation had been tendered. 

An allotment of War Department river and harbor money 
of $13,000 has been made for the operating and care of the 
Vermilion lock in the Vermilion River-Mermentau River intra- 
coastal waterway, for the period September 1, 1933, to June 30, 
1934. The department said this lock, now under construction, 
was approaching completion and was expected to be placed in 
operation about September 1. 


HUDSON RIVER TUNNEL 


Public Works Administrator Ickes hag announced that a 
loan of $37,500,000 from public works funds provided by the 
national recovery act has been made for the construction by 
the Port of New York Authority of a midtown vehicular tunnel 
under the Hudson River between New York and Weehawken, 
N. J. The loan was made on ten-year notes at 4 per cent in- 
terest. Security for the notes will be the revenue that will 
accrue from the project after the payment of operating and 
maintenance expenses. Necessity for immediate construction of 
the new tube, which will be known as the Midtown Hudson 
Tunnel, according to the Port Authority, is due to the fact that 
the Holland Tunnel and the ferries will soon be inadequate to 
handle the motor truck and automobile traffic across the portion 
of the Hudson River lying between the Battery and Forty-second 
street. 

The Port Authority estimated that the traffic in the first 
year of operation would total at least 5,000,000 vehicles. The 
public works administration said this estimate was considered 
conservative in view of the fact that the ferries in the imme- 
diate vicinity carried almost 7,000,000 vehicles in 1932 and that 
in the last six years trans-Hudson vehicular traffic “hag in- 
creased from 16,000,000 to 29,000,000 despite the depression.” 


AIR AND OCEAN MAIL CONTRACTS 

The special committee appointed by the Senate to investi- 
gate air and ocean mail contracts will begin hearings in Wash- 
ington September 7. Testimony will be heard first with respect 
to the ocean mail contracts. The committee is composed of 
Senator Black, of Alabama, chairman; and Senators McCarran, 
of Nevada; King, of Utah; White, of Maine, and Austin, of 
Vermont. 


FLOOD CONTROL WORK 
Public Works Administrator Ickes has announced allotment 
of $36,986,956 for flood control work on the lower Mississippi 
River in the Memphis, Vicksburg and New Orleans districts. A 
previous allotment of $7,000,000 was made for this work. 
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AIR TRAFFIC 


American-operated airlines flew 25,862,120 miles, and trans- 
ported 235,139 passengers, 3,648,217 pounds of mail and 1,055,876 
pounds of express in the first half of 1933, according to Assistant 
Secretary of Commerce Ewing Y. Mitchell. 

The volume of passenger business handled by the scheduled 
air transport services showed a marked increase in June, 1933. 
This advance was partly seasonal, but the gain was much greater 
than in the same month of 1932. Passenger traffic increased in 
1933 from 44,070 in May to 59,048 in June. In 1932 the seasonal 
increase was from 49,619 in May to 51,871 in June. 

With respect to miles flown, passenger miles flown and ex- 
press carried, the statistics for the first six months of 1933 
show increases over the first six months of 1932. Passengers 
and mail carried were less this year than last. 

Miles flown in the period January-June, 1933, were 25,862,120 
as compared with 24,668,414 miles flown in the period January- 
June, 1932. Passenger miles flown were 76,642,393 in the 1933 
period as against 63,529,538 in the corresponding part of 1932. 
(A passenger mile is the equivalent of one passenger flown one 
mile.) Express carried was 1,055,876 pounds in the 1933 period, 
a substantial increase over 712,638 pounds carried in the first six 
months of 1932. The decreases in passengers and mail carried 
were: Passengers, first six months of 1933, 235,139; first six 
months of 1932, 248,954. Mail, first six months of 1933, 3,648,217 
pounds; first six months of 1932, 4,342,507 pounds. 

A summary presenting comparisons with the first six months 
of 1932 for domestic operations, and foreign extensions follows: 


DOMESTIC 
January-June, January-June, 
1933 1932 

SS MIN 5s alias outils ars dsb eaiad Mee De wea 23,012,743 22,204,295 
eS Tree 196,835 217,588 
TRONS THOUREE) onc oe cesicceerecse cos 660,082 441,192 
OT Perret rrr 3,429,801 4,081,270 
arr ae rere $9,303,914 .00 $9,198,060 .32 
II 5 eos SE Waco eee erwsees 64,502,479 54,534,746 


FOREIGN 
January-June, January-June, 
1933 1932 


NE IN igre tian oa cd So enews ’caeeeKe 2,849,377 2,464,119 
PASSONBETS CATTICR «2... ccccccccccsccece 38,3 oot 866 
Express (POUNGS) ......ccccccccecccsese 395,794 271,446 
arr eee 218,416 : 261,237 
Binil PAYMICMES 2... ccccccccccsesccccccse $3,454,159 .21 $3, 445,643.95 
Passenger-miles 12,139,914 8,994,792 


ee ee 


AIR PASSENGER FARES 
The average cost of a trip on an air line in continental United 
States is 61/10 cents a mile, the aeronautics branch of the De- 
partment of Commerce has determined by averaging the rates on 
all passenger lines operating in this country. Fare rates in 
effect June 30 were used as the basis of the survey. 

In 1926 the average fare rate was 12 cents a mile. The av- 
erage rate dropped to 10 3/5 cents in 1927, increased to 11 cents 
in 1928, and was back at 12 cents in 1929. In 1930 there were 
general reductions which pushed the average down to 8 3/10 
cents, and in 1931 it had dropped to 67/10 cents. There has 
been little variation since that time—the average in 1932 was 
61/10 cents, as it is at the present time. 

On long air journeys, the price of a passenger ticket gen- 
erally includes meals served in flight. 


AVERAGE AIR PASSENGER TRIP 


The average length of trips made by scheduled airline 
Passengers on lines operating in continental United States the 
first six months of 1933 was 327 miles, according to the aero- 
nautics branch of the Department of Commerce. The highest 
average previously recorded was 282 miles, in the period July- 
December, 1932. 

Passengers not only are making longer journeys by air, 
but also are occupying more of the space available. In June, 
1933, 54 per cent of the available seating space was taken, and 
in many months the average has been between 30 and 40 per 
cent. In computing percentage of available space used, the 
aeronautics branch compares passenger miles (one passenger 
flown one mile) with passenger seat miles (number of seats 
in aircraft multiplied by miles flown). Thus a seat empty for 
a portion of an air liner’s run affects the percentage. 

Percentage of trips completed in the first six months of 
1933 was 95. Of 49,925 trips begun, 47,525 were completed, 
others being canceled for various reasons, chiefly because of 
unfavorable weather. 





AIR LINES’ FLYING RECORD 
Air lines in the United States flew more miles in July, 1933, 
than in any other month in the history of scheduled air trans- 
portation, the aeronautics branch of the Department of Com- 
merce announced August 30. Reports from the 27 companies 
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operating in continental United States in the month show that 
4,868,717 miles were flown. The highest figure for miles flown 
in a month by the domestic airlines heretofore was 4,524,121 
in August, 1931. 

Passenger miles flown in July of this year were 21,417,110. 
This was a record total, surpassing the previous high of 18,860,- 
532 passenger miles flown in June, 1933. A passenger mile is 
the equivalent of one passenger flown one mile. 

Passengers carried by the reporting lines in July totaled 
61,504, an increase over July, of last year. Express carried in 
July, 1933, was 124,295 pounds, compared with 87,591 pounds in 
July last year. 


EXPLOSIVES BY WATER 


The Commission has announced assignment for further 
hearing No. 3666, in the matter of the regulations for the trans- 
portation of explosives and other dangerous articles by water, 
at Washington, September 28, before Director William P. Bartel. 
An informal conference will be held at the office of the Commis- 
sion on September 26 and 27, when opportunity will be afforded 
interested parties to discuss, and, if possible, agree upon pro- 
posed requirements, which testimony at the hearing, and infor- 
mation obtained at the conference, indicate should be incorpo- 
rated or modified before approval of the regulations is given by 
the Commission. 


WATERWAY FUNDS ALLOTTED 


Long-awaited allotment of funds from the $3.300,000,000, 
provided by the national industrial recovery act, for river and 
harbor work, was announced August 31 by Public Works Ad- 
ministrator Ickes. Approximately $70,000,000 will be spent on 
ninety projects, including thirteen river projects, seven intra- 
coastal projects, six Great Lakes connecting channel projects, 
and a number of seacoast harbor projects. The projects on 
which the money will be spent have been approved either by 
Congress or the army engineers. It was stated that the allot- 
ment would provide employment for 40,000 men for one year. 
It is not expected, however, that the work will be completed in 
one year nor that the number of men mentioned will be em- 
ployed in the first year. 





AMERICAN SHIPBUILDING 


American shipyards were building or were under contract 
to build for private shipowners on August 1, 64 vessels aggre- 
gating 37,856 gross tons compared with 60 vessels aggregating 
34,846 gross tons on July 1, according to the Department of 
Commerce. The Newport News Shipbuilding and Drydock Com- 
pany of Newport News, Va., is building two steel passenger 
and cargo vessels of 4,800 gross tons each for A. H. Bull Steam- 
ship Co., these being the only vessels of 1,000 gross tons and 
over reported. 


MISSOURI RIVER IMPROVEMENT 


The proposal that a nine-foot channel project be adopted 
for the Missouri River from the mouth of the river to Sioux 
City or to Yankton, S. D., is opposed in a brief filed with the 
Board of Engineers for Rivers and Harbors of the War Depart- 
ment by counsel for the Chicago & North Western Railway Co., 
the Chicago, Burlington & Quincy Railroad Co., the Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., the Chicago, Rock 
Island & Pacific Railway Co., and the Northern Pacific Railway 
Co. 

Counsel said the existing project for improvement for navi- 
gation of the Missouri River between Kansas City and its mouth 
was, when approved by Congress, estimated to cost $20,000,000 
and the annual maintenance was estimated at $500,000. The 
project, adopted on that basis, called for a channel having a 
minimum depth of six feet. To the date of the last available 
official report, June 30, 1932, said counsel, when the project 
was reported as something more than 90 per cent completed, 
there had been expended about $60,000,000 and it was estimated 
that the total cost of the project would be in excess of 
$76,000,000, this amount being exclusive of over $7,500,000 which 
had been expended on previous projects. 

“Work is still being done on this project,” said counsel. 
“A dependable navigable channel of 6 feet, available for the 
navigation season, does not appear probable regardless of these 
large expenditures. An extension of the project for a six-foot 
channel from Kansas City to Sioux City was authorized several 
years ago, the estimated cost in 1926 being $46,000,000. How- 
ever, the official report referred to recites that the cost of ‘new 
work’ revised in 1932 is estimated at $77,000,000. Work on this 
project is also now in progress. 

“While there is considerable doubt as to whether such a 
six-foot channel can be maintained between Sioux City and the 
mouth of the river, and even more doubt as to what its con- 
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HIDDEN SAVING 


Freight rates seldom tell the whole story of shipping costs. Don’t 


overlook the “hidden savings” that lie in the cooperation and 
friendly interest of the carrier . . . in the economy and dispatch 


with which it is able to handle as well as haul your freight. 


Erie maintains every modern terminal facility for handling any 
type of freight economically and efficiently. As an example, it 
owns more than 300 units of floating equipment in New York 
Harbor. Its Duane Street Pier “at New York’s front door” is a 
model of its kind . . . one of the seven modern Erie freight sta- 
tions on Manhattan. Doubtless an Erie representative can point 
out hidden values in distributing your goods in the world’s 


greatest market. 
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struction will cost, and to an even greater extent, what the 
annual maintenance costs will be, the proponents of the Mis- 
souri River waterway improvement are now demanding that 
both these projects be abandoned and a larger and much move 
costly project for a nine-foot channel from the mouth of the 
river to Sioux City, or possibly to Yankton, S. D., be substi- 
tuted.” 

Counsel said previous army engineer reports on the improve- 
ment of the upper river had been unfavorable. They said they 
believed the United States army engineers would act wisely 
in deciding against experimenting on such a costly scale for a 
nine-foot waterway on the lower Missouri River and a six-foot 
channel on the upper river “and they deplore the uninformed 
and selfish demands which are being urged in the attempt to 
influence government action in favor of a project which can 
never be a success. It is a project that will certainly be a great 
disappointment to the people of a large section of the country 
‘and w-ll be an enduring monument of wasteful expenditure of 
public funds.” The brief was signed by S. H. Cady, Bruce Scott, 
O. W. Dynes, W. F. Dickinson, and D. F. Lyons. 


AN APPRECIATION 


Editor The Traffic World: 

The ad of the Southern Pacific and Cotton Belt in the 
current issue of The Traffic World is so outstanding and sig- 
nificant we could not refrain from commenting. It is so con- 
densed, right to the point, and tells the story so concisely, it 
is a credit to these two progressive lines. 

If more railroads adopted the same attitude, namely, that 
of standing on their hind legs and fighting with the proper 
service as their weapon and not appealing in a servile manner 
for sympathy, to our way of thinking it would go a long way 
towards the solution of present transportation difficulties. 

We want to take this means to express our appreciation for 
the fairness and unbiased manner in which you are handling 
editorially the present problems of transportation. We are 
particularly grateful for the excellent manner in which you 
have presented the truck controversy and the way in which you 
have backed impartially the program of the American Highway 
Freight Association. 

We consider your publication the best medium of trans- 
portation news and we sincerely trust the shipping public will 
give it the support it so fully merits. 

Denny Motor Transfer Co., Inc., 
M. S. Denny, President. 
New Albany, Ind., Aug. 28, 1933. 


REDUCTION IN LUMBER RATES 


Editor The Traffic World: 

The I. C. C. has rendered its decision in docket 26000— 
general reduction in rates—1933—which leaves the lumber indus- 
try in the same fix it has been in for the last three or four years. 
However, from a reading of the decision and from a lumber 
reduction rate standpoint it seems well in that it is gathered 
no greater reduction than 10% would have been made and this 
would not have been sufficient to allow free movement of lum- 
ber. The Commission in this report recommends to the carriers 
to give consideration to the lumber rate situation with a view 
of determining if lower rates would result in greater rail move- 
ment, thus indicating a leaning to the proposition or the need 
thereof. 

The lumberman’s view is without question or doubt that if 
a 30% reduction in the present high rates were made effective 
it would produce a volume of lumber to such an extent that the 
revenue therefrom would over-shadow considerable the present 
volume at the present high rates. To continue the high rates 
as in effect now will only mean that lumber shippers that or- 
dinarily ship via rail] will have to find other ways to market it. 
Take, for instance, the all water rate from the Gulf ports and 
south Atlantic ports to the north Atlantic ports of 22c per 100 
Ibs. This rate can be utilized by use of lower rail rates to the 
ports or by trucks and from the north Atlantic ports to the 
interior in the same manner. By doing this all the rail carriers 
will get out of it will be their rates to the ports which they are 
even reducing now to meet motor truck competition. If, on the 
other hand, the lumberman had through all rail rates that would 
permit free movement it would not be necessary to reduce the 
rates from and to ports to meet the short haul truck competi- 
tion. 

The rail carriers should recognize that the southern lumber 
shippers cannot get into the distant territory as formerly. Take 
for instance, the all rail rates on lumber from Alabama points 
to New York City for different periods as follows: 


Effective June 1, 1915, 31 cents. 
Effective June 1, 1918, 32 cents. 
Effective June 25, 1918, 37 cents. 
Effective August 26, 1920, 491% cents, 
Effective July 1, 1922, 44% cents, 
Effective July 20, 1924, 45 cents, 
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The rates from the Mississippi Valley averaged 2 cents 
over; from Georgia points averaged 3 cents under. On a basis 
of the present rate of 45 cents at average wt. 50,000 Ibs. the 
carriers’ revenue is $225.00 Revenue to this extent for yt. 
50,000 lbs. should carry a car to the furthest point in the 
country. 

The rail carriers should readily see that it is not necessarily 
to water competitive territory that they lose business, but ship. 
ments as now made are ‘from the origin territory having the 
lowest rate; therefore, on such movements, the carriers’ revenue 
does not amount to much as would be the case if free move. 
ment could take place from the more distant territory. In other 
words, the rates as now in effect localize movement. The raijj 
carriers not only lose by this but the lumberman suffers. 4 
few reasons or facts to show how the shippers and carriers are 
affected. Take, for instance, the present rate Alabama to New 
York City of 45 cents, from northern points in North Carolina 
the average rate is 28 cents, from Virginia points less, etc. A 
car weighing 50,000 lbs. @ rate 45 cents per 100 Ibs. would 
result in revenue of $225.00. Same weight @ 28 cents result 
in revenue of $140.00 or $85.00 to absorb in competition with a 
North Carolina mill, making total $311.00 ($225.00 plus $85.00) 
freight charges to take care of it to get the business. No car. 
load of lumber is hardly worth this much. 

On the other hand, based on a 30% reduction in rail rate 
wculd make the Alabama average rate 31% or approximately 
the rate in effect June 1, 1918. The average from North Carolina 
would be 20 cents. Based on these reduced rates the shrinkage 
would be 57.00. (50000 @ 31c = 157.00) (50000 @ 20c = 100.00) 
(157.00—100.00 = 57.00). This would total $214.00 freight 
charges (157.00 plus 57.00) or a difference less by 96.00 (310.00 
—214.00) under the present rates and is more like it! And 
would allow shippers of the south to reach the rich distant 
consuming territory! Shippers could double their business if 
they could get rail rates approaching the old relationship. 

This being true and rate reduction granted, let’s see how 
it will figure and from a railroad revenue standpoint. On one 
car @ wt. 50000 @ present rate of 45 cents—$225.00. At rate 
31% (30% reduction) = 157.50. Their revenue loss would be 
$67.50 (225.00—157.50) but if two 50000 lb. cars are shipped (The 
average number of cars will be greater) @ 31% cents would 
equal $315.00 (157.50 plus 157.50) and the railroad revenue gain 
would be 90.00 (315.00—225.00) and in this it is shown the rail- 
road carriers will not lose but instead gain revenue by granting 
a 30% reduction in the lumber rates. The rates now in effect 
are too high to permit widespread and free movement. They 
are simply localized as it is. Reduced rates would be a great 
evener and give all a chance and at the same time restrict the 
truck to its proper sphere—the short haul. The continued high 
rates will only result in the further inroads of the truck in the 
more or less localized traffic railroads may enjoy. 

Lumber and its products has been one of the railroads’ 
greatest tonnage and revenue producers but has fallen off sadly 
in the last few years and the reason therefor can further be 
explained than the depression, trucks and water competition, 
and, that is, competing materials with their lower average 
freight rates. Take, for instance, the year 1931 the percent of 
tons of lumber handled by the railroad carriers was 36.2% of 
other building material (cement, brick and tile, plaster, paper 
board, building paper and roofing) whereas the revenue on lum- 
ber was 55.1%. This applies to the preceding years up to and 
including 1928 with only a slight variation. This shows that 
although lumber shipments have decreased it is still standing 
a higher rate or charge than the competing materials. This 
will have to be corrected if the carriers desire to reinstate lum- 
ber at the top or near the top of the list-on its passing, tonnage 
and revenue reports. 


It is stated the railroads do not create business unless they 
have sufficient earnings to make purchases, etc. This is wrong. 
They will create business if they effect rates that will move 
traffic. To deny this is to deny that there are trucks or steam- 
ships, pipe lines or air service in the land or on water. It can 
be assured that at least the lowering of freight rates on lumber 
from the south to the north and east will create traffic for the 
railroads and this is what is wanted by the lumberman and rail- 
road carrier. Commodity rates as now promulgated are in rela- 
tion to a class rate. This mode of rate making is based on cost 
of service with fair profit individually and is out of date. To be 
a’ true commodity rate it should be based on what the traffic 
will bear collectively or in some volume. 

It is noted in the following cases (decided this month) even 
the I. C. C. is getting away from the old method, i. e., scien- 
tific basis: 


(Rice Rates) Docket 21160, Lake Charles Rice Milling Co. VS. 
A. T. & &. F. et al., 169 LC. C. 399. 

(Paper) Docket 9987, Michigan Paper Mills Traffic Association et 
ab. va, A. T. 2S. Eo a8, 3 1. Cc. Cc. oe. " 

(Coal) Docket 25135, Intrastate Rates W. Va., port 13 No. 191-351. 


(Lumber) Docket 12887, National Veneer and Panel Manufactur- 
ers’ Association vs. A. & R. et al., 81 I. C, C. 227, 
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There was another one about coke in Ohio but haven’t the 
number. In these cases the Commission is prescribing rates 
that will move the traffic. Distance is not considered. In other 
words the “Dry Land” basis so long in vogue is disregarded 
and speaks well for the future. If the railroad carriers will go 
along these lines it appears positive there will be more trucks 
and barges go out of the business than railroads. 

The railroads can now go after traffic for revenue purposes 
without the idea of excessive expenditures as section 15a—the 
recapture clause—has been eliminated. The railroad lines are 
puilt and to the limit for years to come and their savings can 
pe great if they can find ways and means to develop traffic. The 
carrier should help to bring traffic back and not wait for it to 
come of its own accord. Help the: action with a dose of lower 
freight rates. The elimination of the E. C. 9/30 will serve as a 
stimulant to a small degree, but will not be sufficient. 

Volume of movement is required. Lower freight rates are 
needed to promote this. Fifty per cent of the transportation 
plant is idle. The 50% that is idle, is it a waste or is it costing 
something? It would appear it could be put to work by reduc- 
ing rates and pay for itself in part if not all. At least it could 
be used to secure and retain all traffic possible rather than lose 
it to trucks, etc., and then have the job recapturing it. A bird 
in the hand is worth two in the bush! 
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lumber industry is not making “costs.” How long will the 
railroads even make “costs” if they do not find ways and means 
to help the lumber industry in their hour of need? 

The National Transportation Committee report was _ that 
the railroads should help themselves and adopt competing 
methods, etc. This calls for creativeness! If the railroads are 
the backbone of the country, isn’t it reasonable for shippers to 
expect support from some of the bone? 

The lumberman subscribes to the view there is a rela- 
tionship between wages and rates but has there not been a 
10% reduction in wages and no corresponding reduction in 
rates? It may be added disappointment was registered through- 
out the industry in the failure of the railroad quest for a further 
reduction in wages. The American Railway Association has 
held meetings of late seeking reduction in railroad allowances 
to private car owners! “What is good for the goose should be 
good for the gander.” 

Mr. Compton, of the National Lumberman Association, truly 
says it when he says: “The advocates of lowered freight rates 
are of the opinion that the one certain way to preserve the rail- 
road transportation machine is to put it to work by lowering of 
rates and cease starving the railroads by feeding them on paper 
rates which do not move traffic.” 

O. C. Jackson, A, T. M., 


The railroad carriers are not making “fixed charges.” The Birmingham, Ala., Aug. 24, 1933. Rox and Company. 
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TRUCK OPERATORS’ CODE 


The Traffic World Washington Bureau 


HE American Highway Freight Association continued in 

session August 25, working on its code for the motor trans- 
portation industry. The meeting, according to a statement 
issued by the association, was participated in not only by the 
national directors representing the “for-hire” groups through- 
out the country, but also by the local cartage groups, industrial 
and private truck delegates, as well as representatives of mis- 
cellaneous types of operation, such as moving and warehousing, 
armored car operations, live-stock haulers, and many other 
groups of the general transportation over the highways in- 
dustry. 

“It is expected,” said the association, “that the code as 
filed will contain all of the mandatory provisions and those 
general provisions covering the industry as a whole on which 
complete agreement can be reached at this time and that pro- 
vision will be made for the filing of appendices covering the 
regional variations necessary and the differences necessitated 
by the natural divisions of the industry and to its various 
classifications. Some of these appendices will be ready for 
filing with the main body of the code at this time. Others will 
be completed and filed as rapidly as possible.” 

Officers of the association made public a letter received from 
E. E. Hughes, assistant deputy administrator of the national recov- 
ery administration, supporting their contention that the Federated 
Truck Associations of America had not been recognized by the 
administration as the “sole representative” of the trucking in- 
dustry. This had reference to the approval by the administra- 
tion of the labor and wage terms for the “Blue Eagle.” Mr. 
Hughes stated in the: letter that these terms had been agreed 
to by both associations. In sending out notices to the members, 
he said in his letter to the A. H. F. A., “you are to explain that 
this is not to be construed as recognition by the administration 
of either organization as the sole representative of the trucking 
industry.” 

Ted V. Rodgers, the new president of the A. H. F. A., is 
president of the Pennsylvania Motor Truck Association. In a 
statement he said: 

In assuming the office of president of the American Highway 
Freight Association I do so with the full consciousness of the serious 
responsibility involved. The transportation of property by motor 
truck and teams is rapidly assuming such tremendous proportions 
that it now constitutes one of the very large portions of the eco- 
nomic fabric of this country. In the “for-hire’ end of the industry 
alone it is probable that as many as one million or more people are 
employed; the capital invested exceeds two and one-half billion 
dollars; the truck units operated probably exceed five hundred 
thousand. : 

We are quickly emerging now from a state of more or less chaotic 
condition in our industry and I am confident that the day is almost 
at hand when we can comfortably take our position in all quarters as 
one of the national industries of the country voicing its convictions 
and protecting its interests as such. 


I pledge personally faithful devotion of my time and energy to 
the office of president and particularly extend to governmental author- 





ities the fullest pledge of cooperation in the great work of national 
recovery. 


The board of directors of the American Highway Freight 
Association this week adopted a tentative code of fair competi- 
tion “for the industry engaged in the carriage of property for 
hire by means of motor vehicles, drays and teams.” This is re- 
ferred to as the “shell” code. It is provided that fair trade 
practice and labor provisions shall be set up in appendices. 
The tentative code defines the industry covered as follows: 


The industry on behalf of which this code is filed is that which 
consists of the carriage of property for hire by means of motor 
vehicles, teams and drays. Such expression “carrier of property for 
hire’ includes such carriage not alone between places in the same 
or contiguous municipalities but additionally such carriage from one 
community or area to another. 

The expression also includes the owner of a truck or dray who 
leases it or hires it out to another industry but who retains any 
responsibility for the safety of the property transported, or, who, 
by any arrangement, leases or hires it for the purpose of evasion of 
the provisions of this code. 

The expression also includes persons such as truck terminals 
operators, agents, brokers or forwarders, who solicit or offer to pro- 
cure or provide transportation of property in whole or in part by 
motor vehicles, teams or drays to the extent to which such operation 
utilizes motor vehicles, teams or drays. 

The expression also includes the owner of any such motor vehicle, 
team or dray who engages in the transportation of property for hire 
and performs labor in connection therewith though he may not employ 
anyone else in such operation. 

The expression also includes any carriage of property by a mem- 
ber of any other industry who engages in such carriage for hire for 
others than himself, but nothing in this sentence shall be’ construed 
as applying to any farmer who transports his own farm products or 
supplies in vehicles of his own ownership and who occasionally may 
accommodate a neighbor by the haulage of similar goods for such 
neighbor; nor shall anything in this sentence apply to such trans- 
portation of property by a member of any other industry than that 
to which this Code otherwise applies, when such transportation by 
any such member for another is from one company to another under 
common control] and management for which transportation there 
is made a charge by a subsidiary to a parent company or vice versa; 
nor is anything in this sentence intended to aplpy, nor should it be 
construed as applying, to a member of those industries engaged in 
the production, processing or selling of goods, wares or merchandise 
engaging in the practice of making two prices, one based upon origin 
and the other upon destination, and who may perform the trans- 
portation in his own vehicles for that purpose. 

Additional Optional Coverage—In addition to the industry herein- 
above described to which this code applies, the provisions in respect 
to labor shall apply to an employer of labor engaged in another 
industry but who in connection with such industry operates motor 
vehicles, teams or drays for the carriage of his own goods, at his 
option, provided that he so elects by declaration to the national 
recovery administration. 


Rate Agreements 


The code provides that it shall be the privilege of any nat- 
ural division of the defined industry, whether by territory or 
class of operations, to engage in voluntary agreements upon 
rates, and rules and regulations affecting rates, the machinery 
and method to be employed in such activity to be determined 
by such natural division of the defined industry with the ap- 
proval of the central committee of the industry and of the 
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national recovery administration, Such agreements when ap- 
proved, it is provided, shall be and become fair trade practices 
for such natural division of the industry and shall constitute 
parts of the code, provided that any such agreements be not 
designed to promote monopolies, to eliminate or oppress small 
enterprises and that such agreements tend to effectuate the 
policy of the national industrial recovery act. 

Following restatement of section 7 (a) of Title I of the 
national industrial recovery act relating to collective bargaining, 
it is provided that nothing in the code “shall prevent the selec- 
tion retention or advancement of employes on the basis of their 
individual merit, without regard to their affiliation or non- 
affiliation with any organiziaotn.” 

In a bulletin to all truck associations, Ted V. Rodgers, presi- 
dent of the American Highway Freight Association, briefly re- 
viewed the meeting of the board of directors last week in Wash- 
ington. In part President Rodgers said: 


Many of your directors arrived here August 22 to investigate 
the situation in regard to the Federated Truck Associations, which 
association was helding a meeting on that date. The Federated 
Truck Associations is a new organization set up this month, from 
which you have probably received repeated communications. 

You will remember that at the now famous meeting in Chicago 
on July 11 and 12, it was overwhelmingly agreed by the large assembiy 
representing most of the truck associations of this country that the 
American Highway Freight Association would be recognized as the 
vehicle for presenting a code and should be used for the national 
association in that connection, conditioned on its amendment of its 
by-laws in certain particulars, chief of which was to provide for 
directors, one from each state, elected by associations, which direc- 
tors in turn would elect new officers. It was also at that meeting 
understood that until the time when the new directors were elected 
and met that the organization should refrain from taking any steps 
which would commit the industry. 

It seems to be the position of the Federated Truck Associations 
that the American Highway Freight Association has not kept the 
Chicago agreement and that because of certain minor actions of the 
former officers there is no longer full confidence in that association. 
A great majority of those elected in the various states to come here 
pursuant to the Chicago agreement could find nothing to support 
either of these contentions but on the other hand they found that 
all of the agreements had been fully complied with and that if there 
was any loss of confidence it had been produced and fostered by the 
promoters of this new organization. 

The new state directors met here on August 23 with thirty-nine 
states and the District of Columbia represented, the states not repre- 
sented being Arizona, Maine, Nebraska, Nevada, New Hampshire, 
New Mexico, Oklahoma, Vermont and Wyoming—nine in number. 
Of these four have elected directors who were unable to be present. 
The other five states are in process of organization. 


Referring to the failure of the effort to get the two or- 
ganizations together, Mr. Rodgers said that the committee rep- 
resenting the A. H. F. A. “felt that the difficulty seemed to be 
that of certain individuals who insisted upon running the na- 
tional organization, some of them not even connected with the 
industry except in a remote way.” 


A temporary executive committee has been elected by the 
Federated Truck Associations of America as follows: B. L. Mor- 
ris, Oakland, Calif.; Walter S. Beck, Austin, Tex.; Charles E. 
Hall, Omaha, Neb.; E. E. Swain, Minneapolis, Minn.; C. J. Far- 
quhar, Jr., Chicago, Ill.; H. L. Oliver, Muncie, Ind.; C. O. Sherrill, 
Cincinnati, ®.; Charles D. Redwine, Fayetteville, Ga.; J. L. 
Wilkinson, Charlotte, N. C.; George W. Daniels, New York City, 
N. Y.; and Lynwood E. Porter, Portland, Me. 

An executive committee of fifteen members from various 
regions of the country was authorized to be selected by the state 
associations in each regional group. Until these places are filled 
by meetings of the state groups the temporary executive commit- 
tee will function. 

In a statement to members the F. T. A. of A. stated it was 
organized to represent phases of the trucking industry and its 
form of organization was such as to give opportunity to every 
state and every region or classification to express its opinions 
and watch over its interests. The federation, according to the 
statement, admits to membership one association or federation 
of associations from each state. 

“It is at once apparent that for the best interests of mem- 
bers of the trucking industry individually, they should cooperate 
through a single association or federation of associations in 
each state,” said the statement. 

The federation said it recognized that the various states or 
groups of states might desire to submit appendices to the national 
truck code prepared by the association “to meet conditions pecu- 
liar to the state or region submitting them and that special 
phases of the industry may desire to deal with the problems 
peculiar to them by the filing of appendices.” As to rates the 
truck federation said: 

The matter of adopting agreements containing schedules of tariffs 
is entirely a matter of action by the state organization or groups of 
state organizations and the federation does not have and does not 
seek authority to act in Such matters. However, we make the follow- 
ing suggestions to assist member associations in entering into such 
agreements without danger of being guilty of violation the Sherman 
anti-trust law or the anti-trust laws of the several states. We sug- 


gest that in attempting to provide agreements as to rates, the code 
provisions merely set forth the general method by which rate sched- 
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ules are to be arrived at and some machinery within the organizatigy 
for adjusting of rate schedules as conditions require from time t 
time. In order that any agreement as to rates shall be exempt from 
the operation of the Sherman anti-trust law, such agreement must 
receive the approval of the national recovery administration. This 
approval, however, does not exempt those making the agreement from 
the provisions of the anti-trust law of any state. Some states have 
provided for procedure similar to that provided by the national recoy. 
ery administration and the federation will make every effort to keep 
its members informed as to the application of such state laws. 

We wish to particularly emphasize the fact that it is not desirable 
to include specific rates within the code since every change would 
then require the approval of the national recovery administration, 
We cannot now say what the attitude of the national recovery ad. 
ministration will be toward these provisions for rate making that 
may be included in any appendices but, as soon as a definite policy 
has been announced by the administration, the federation will provide 
its members with all available information. 


The Federated Truck Associations has sent to members a 
report of its special committee which acted for the association 
in obtaining substitute labor provisions in the President’s re 
employment agreement, to obtain Blue Eagles for members of 
the trucking industry. In this report it was stated that the 
recovery administration had informed the committee that if 
agreement of the American Highway Freight Association could 
be obtained for substitute labor provisions then on file and repre. 
sentatives of both organizations would meet with the adminis. 
tration and assure it of that fact it was felt that the petition for 
substitution of labor provisions would be acted on promptly. 

“Neither organization would be given any more Credit for 
this temporary code than the other and both would file their 
codes from which, at the final hearings, a permanent code would 
be evolved for the industry,” said the report, which added that 
the committee obtained approval of the labor substitutions, and 
that later the committee was apprised by the recovery adminis. 
tration that the A. H. F. A. had agreed with the substituted labor 
provisions and was desirous of sending out a joint announce- 
ment with the F. T. A. of A. The committee said as the an- 
nouncements of the F. T. A. of A. had already gone out it was 
impossible to accede to that request The labor provisions re- 
ferred to are those set forth in the Traffic World of August 26, 
p. 1145, under the heading “Blue Eagle Terms.” 

The Federated Truck Associations has sent out a bulletin 
containing a statement—which it said had been issued to the 
American Highway Freight Association—that developments had, 
in the opinion of the Federated Truck Associations, made it im- 
probable that the individuals throughout the trucking industry 
“will have confidence in any reorganization of your association 
to restore its full usefulness.” At the time this statement was 
issued officers of the American Highway Freight Association, 
when asked for a statement with respect thereto, refused to make 
a statement. Their inclination apparently was to go ahead with 
the work of the A. H. F. A. without regard to statements issued 
by the other association. 

The American Highway Freight Association has issued a list 
of its officers and directors, identifying each with their activities 
in the motor transportation field, as follows: President, Ted V. 
Rodgers, Scranton, Pa., president of the Pennsylvania Motor 
Truck Association, and contract operator; vice-presidents, C. S. 
Reynolds, Tacoma, Wash., president of Wilmot, Reynolds and 
Lamb, Inc., concerned in operation of Pacific Highway Transport, 
operating both as common certificated carriers in Washington 
and Oregon and as local haulers and warehousemen; E. Foster 
Moreton, Detroit, Mich., president of the National Team and 
Motor Truck Owners’ Association, local transfer business; 
Sydney J. Allen, Tampa, Fla., president, Central Truck Lines, 
Inc., interstate truck operators in the southeast; Hugh E. Sheri- 
dan, New York City, president of Merchants Truckmen’s Bureau 
of New York, Inc., local operator; Robert A. Anderson, St. 
Louis, Mo., manager of Anderson Motor Service; and Percy F. 
Arnold, Providence, R. I., president of the Rhode Island Truck 
Owners’ Association, his operation being that of the Cole Team- 
ing Co.; secretary, Marion F. Jones, Longmont, Colo., president 
of the Colorado Federation of Commercial Carriers, his opera- 
tion being that of the Capron Trucking Co., contract carriers; 
treasurer, Robert K. Carter, Richmond, Va., president of the 
Virginia Highway Users Association, his operation being that 
of the Carter Transfer Co. 


The association said that in several states the election of 4 
director was still in process of completion. The list of direc- 
tors follows: 


Arkansas, B. C. Rotenberry, Little Rock, Ark., Southwestern 
Transfer Co.; California, C. G. Anthony, Los Angeles, Calif., 
Pacific Freight Lines; Colorado, Marion F. Jones, Longmont, 
Colo., Capron Trucking Co.; Connecticut, E. J. Arbour, Hart- 
ford, Conn., Consolidated Motor Lines, Inc.; Delaware, Willard 
D. Austin, Newcastle, Del., vice-president of the Delaware High- 
way Freight Association; District of Columbia, Spencer Brenizer, 
Washington, D. C., local contract and construction operator; 
Florida, Sydney J. Allen, Tampa, Fla., Central Truck Lines, Inc.; 
Idaho, Clarence A. Garrett, Pocatella, Ida., director of Idaho 
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yotor Transport Association, local and over the road operators; 
illinois, Elvin Watson, Galesburg, Ill., Ashland Transfer Co.; 
indiana, Maurico Tucker, South Bend, Inc., Tucker Freight Lines; 
jowa, L. E. Stone, Des Moines, Ia., White Lines Transfer & 
storage Co.; Kentucky, Clem Howard, Ashland, Ky., Ahland 
qransfer Co.; Maine, Linwood E. Porter, Portland, Me., Atlantic 
Motor Express Co.; Maryland, Joseph Davidson, Baltimore, Md., 
pavidson Transfer & Storage, Inc., and W. W. Gavin, Salisbury, 
Md., local and interstate operator (two directors were elected 
from Maryland and they participated in the meetings of the 
association pending a later adjustment); Massachusetts, Allan J. 
Wilson, Boston, Mass., A. Towle Co.; Michigan, William G. 
Fitzpatrick, Detroit, Mich., Eastern Michigan Trucking Co. and 
the Blue Goose Package Express; Minnesota, Roy E. Steller, 
Minneapolis, Minn., Steller Transportation Co.; Mississippi, 
W. E. Hester, Jackson, Miss., truck operations centering at 
Jackson; Missouri, C. F. Weilbacher, St. Louis, Mo., Truck Ter- 
minal Co.; Montana, Owen Perry, Helena, Mont., Crago Transfer 
Co.; Nevada, E. A. DeRuchia, Reno, Nev., president, Commercial 
Motor Operators of Nevada; New Jersey, H. R. Duffey, Paterson, 
N. J, Arrow Carrier Corporation; New Mexico, M. B. Bennett, 
Raton, N. M., president of the New Mexico Highway Freight 
Association; North Carolina, R. W. Barnwell, Burlington, N. C., 
Barnwell Brothers, Inc.; North Dakota, Mr. Belanger, Bismarck, 
N. D., Interstate Transportation Co.; Oklahoma, Diane Farr, 
Clinton, Okla., member of Associated Motor Carriers of Okla- 
homa; Oregon, Leland James, Portland, Ore., Consolidated 
Freight Lines, Inc.; Pennsylvania, Ted V. Rodgers; Rhode 
Island, Percy F. Arnold, Providence, R. L., Cole Teaming Co.; 
South Carolina, H. C. Mims, Greenville, S. C., Piedmont Motor 
Express; South Dakota, Joseph H. Hayes, Sioux Falls, S. D., 
Wilson Transportation Co.; Tennessee, F. C. Schilling, Memphis, 
Tenn., Dealers Transport Co. and Silver Fleet of Memphis; 
Utah, Arthur T. Burton, Salt Lake City, Utah, Eastern Utah 
Transportation Co.; Virginia, Robert K. Carter, Richmond, Va.; 
Wisconsin, Fred Leicht, Green Bay, Wis., Northern Transporta- 
tion Co., and Washington, C. S. Reynolds, Tacoma, Wash. 





BUS OPERATORS’ CODE 


The Trafic World Washington Bureau 


Motor bus operators represented at a hearing held August 
30 at the Chamber of Commerce of the United States on the 
code for motor bus operators by Malcom Muir, deputy adminis- 
trator of the national recovery administration, were not in 
agreement as to code provisions. 


The National Association of Motor Bus Operators, which 
submitted a code recently, proposed changes in that code at the 
hearing. Arthur M. Hill, president, said that the group of 
operators represented by the association had 73.5 per cent of 
the total gross receipts of all inter-city motor bus operators 
for the year 1932. 


F, J. Searr, speaking for the American Bus Association, in 
process of organization under New York state law, said that 
realization by several motor bus operators that the National 
Association of Motor Bus Operators was administered by repre- 
sentatives of railway and traction owned and affiliated com- 
panies and that such representatives were unwilling to cooperate 
with the vast majority of the industry, namely, the “independent” 
companies in the preparation of a thoroughly acceptable code, 
had resulted in two definite movements for representation of the 
independent operators. One of the movements, he said, was the 
revival of the North Eastern Interstate Bus Operators’ Associa- 
tion, led by William Nevin and others. The other movement was 
that involving organization of the American Bus Association. 
Mr. Scarr submitted several objections to the code proposed by 
the National Association of Motor Bus Operators, opposing the 
provision for licensing of operators, among other things. Gen- 
eral John F. O’Ryan, of New York City, is general counsel of 
the American Bus Association, according to Mr. Scarr. 


George I. Marcus appeared for the North Eastern Interstate 
Bus Owners’ Association. That organization and also the Amer- 
ican Bus Association have proposed codes. 

Mr. Hill for the National Association of Motor Bus Opera- 
tors presented the code on behalf of that association and the 
changes proposed therein. The revised code provides that for 
employes paid on a weekly or monthly basis the minimum wages, 
excepting porters, shall be not less than $15 a week in any city 
of over 500,000 population or in the immediate trade area of such 
city; nor less than $14.50 a week in any city of between 250,000 
and 500,000; nor less than $14 a week in any city of between 
2,500 and 250,000; and in towns of less than 2,500 an increase in 
all wages of not less than 20 per cent, provided that this shall 
not require wages in excess of $12 a week. For employes paid 
on an hourly rate, the minimum is not less than 40 cents an 
hour unless the hourly rate for the same class of work on July 
15, 1929, was less than 40 cents an hour, in which latter case 
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not less than the hourly rate on July 15, 1929, and in no event 
less than 30 cents an hour. 

In reference to the provisions in the code providing for a 
schedule of hours a week ranging from a 40-hour a week average 
for clerical employes to a 48-hour week average for employes 
engaged in maintenance and transportation service, Mr. Hill 
said this part of the code brought up the question of competition 
of the motor bus industry with the rail industry, which he said 
was not subject to the provisions of the national recovery act. 

“Since this code of fair competition for the motor bus 
industry was filed with the national recovery administration,” 
said he, “the President has stated that the railroads of the 
country are not expected to conform to the provisions of the 
act because they are now subject to federal laws controlling their 
hours of labor and to other acts which make the application of 
this act as to them impracticable.” 

Mr. Hill said, however, that under existing federal law the 
only absolute restrictions on the hours of service on railroad 
employers engaged in the operation of passenger trains was 
that they should not work more than 16 hours out of 24. He 
said no minimum wage provision as to railroad employes existed. 

“Railroad passenger operation is directly competitive with 
motor bus transportation,” said he. “In addition to operating 
without restriction as to hours of service or minimum wages 
such railroad passenger transportation has the advantage of be- 
ing able to meet competition or to attract business without re- 
gard to compensatory rates because its losses can be absorbed 
out of freight earnings. Also, in event of difficulty, the railroads 
have open to them the financial resources of the United States if 
proper application is made to the Reconstruction Finance Cor- 
poration.” 

In direct contrast with the railroads, said Mr. Hill, motor 
bus transportation must stand on its feet without having any 
resources other than its paid-in capital and operating revenues 
upon which to depend. After pointing out other features of 
the competitive situation Mr. Hill said the motor bus industry 
as a whole was desirous of complying with the President’s 
desire and with the spirit of the national industrial recovery 
act to increase employment and increase purchasing power. 

“There is, however,” he said, “a limit beyond which it 
cannot go without working great hardship upon some of its 
smaller units and possibly depriving a great number of com- 
munities of their only means of public transportation.” 

The schedule of hours proposed in the code, he said, was 
the lowest to which the industry could accede without risking, 
for a large percentage of its operating companies, absolute 
failure. 

Thomas E, O’Brien, appearing for the International Brother- 
hood of Teamsters, Chauffeurs, Helpers and Garage Employes, 
affiliated with the American Federation of Labor, asked for a 
straight 40-hour week with overtime after 8 hours on a time 
and a half basis, and a minimum wage of $40 a week for bus 
operators. He asserted it was not unusual for a bus operator 
to work 100 hours a week, and contended that in the interest of 
safety alone bus operators should not be required to work such 
hours. 


W. M. Doak, national legislative representative of the Broth- 
erhood of Railroad Trainmen, said his organization had been 
opened to over-the-road bus employes. He suggested some 
changes in the provisions relating to hours of service, The 
code provides that the additional extension of not to exceed 6 
hours a week for any six months’ period above the maximum 
hours of labor for maintenance employes and transportation 
service men shall not be deemed to be a violation of the provi- 
sions of the labor section of the code. Mr. Doak suggested that 
the “six months” be changed to “two months.” 

Deputy Administrator Muir announced that railroad bus 
subsidiaries would come under the bus code. 

Robert Lester, the recovery administration’s labor adviser 
on bus transportation, condemned the wage and hours of service 
provisions of the code of the National Association of Motor Bus 
Operators. He proposed that motor bus operators be paid a 
minimum of $40 a week, that no driver be required to operate a 
bus more than 250 miles in 24 hours and that there be a five-day 
week of 8 hours a day with some exceptions for exceeding that 
basic week. He said experience had shown that minimum pay 
scales, where prescribed, had become the maximum pay. The 
maximum minimum of $15 proposed in the code, he said, was 
“positively inadequate even at present prices.” He also said 
the motor bus industry should not be organized on such an eco- 
nomic basis so as to “ruin the railroads.” 

When statements of those participating in the hearing were 
completed, Deputy Muir asked that representatives of the vari- 
ous bus interests meet in conference to iron out differences. 
He also asked the labor adviser to appoint a committee to meet 
one appointed by Mr. Hill of the National Association of Motor 
Bus Operators to discuss wages and hours of labor. An effort 


was to be made to effect an agreement on a code that would be 
acceptable to the administration. 
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MOTOR TRUCK REGULATION 


Appointment of a legal advisory committee on federal 
regulation of motor trucks has been announced by John W. 
Blood, president of the Federated Truck Associations of America, 

“We propose to tackle the truck regulatory problem purely 
from the interest of those engaged in the business,” said Mr. 
Blood. “There is no question of the need for relief from the 
competitive situation which exists. We do not mean, however, 
to use formulas designed for railroad regulation which are totally 
unsuited to truck operation in a practical way. Neither do we 
subscribe to the theory that it is good business for truck owners 
to work with the railroads in trying to gain their salvation 
through legislative action. That plan has not worked in the 
states, and it will not in the nation. 

“There is also a public interest in highway transportation 
which is greatly concerned at any prospect of increasing the 
costs of highway transportation for the benefit of rail trans- 
portation. 

‘TJ have the strong conviction that there is also a public 
interest, whether or not generally realized, in ending a system of 
competition under which service is provided at less than the 
cost of operation, even though the actual costs vary with differ- 
ent operators, 

“We propose to try to develop, with the aid of our legal 
advisory committee, and later with the aid of a general legisla- 
tive committee of truck owners, plans for fair and reasonable 
legislation. I hope that it will be designed to cure some of the 
outstanding evils of the industry, and at the same time to attract 
the support of fair thinking people outside it.” 

Mr. Blood said the committee was composed of attorneys 
for truck associations who had had long experience in handling 
state regulation, with the exception of the New York representa- 
tive, in which state there was no regulatory law in operation. 
The members follow: E. J. Shover, Ohio; Richard Gleaves, Ten- 
nessee; E. Smythe Gambrell, Georgia; Mortimer A. Sullivan, 
New York; A. B. Roehl, California; Glen R. Stephens, Wiscon- 
sin; W. P. Horton, North Carolina. 

President Blood will serve as chairman of the committee. 





TRUCK SERVICE FOR SHIPPERS 


In conjunction with the Southern Pacific Railroad, the Con- 
solidated Shippers, Inc., Los Angeles, Calif., has inaugurated 
a new service embracing not only destinations in California and 
Arizona, but including the states of New Mexico, Texas, Okla- 
homa, and Kansas as well. This service involves picking up 
and delivery of freight at the shipper’s place of business, by 
truck, with the intervening transportation performed by the 
rail lines. Frederick M. Hodge, president of the company, 
makes the announcement. The main office of Consolidated 
Shippers, Inc., is at Los Angeles, with branch offices in each 
of the adjoining states. 


URGES REGULATING TRUCKS 


(The Spokesman Review, Seattle) 

“If the railroads are too expensive a method of transporta- 
tion, let us do away with them and let trucks handle the busi- 
ness. If this is not the case, however, some system should be 
devised of determining how much it costs the railroads to main- 
tain their roadbeds and charge the trucking companies equally 
for the use of the highways.” 

This is the opinion of Judge William E. Lee, former chief 
justice of the Idaho state supreme court and now a member of 
the Interstate Commerce Commission. Judge Lee, who lives at 
Moscow, Idaho, is visiting in Spokane for two days. 

“The power should be given to somebody to regulate the 
speed and size of trucks and to see that they pay in taxes 
amounts sufficient to compensate for the railroads’ roadbed ex- 
pense,” Judge Lee said. 

“Trucking companies have taken a tremendous amount of 
business away from the railroads. This is particularly notice- 
able in the east, where in many localities you may see railroads 
with rails rusty from disuse, and alongside a highway jammed 
with huge trucks carrying goods from city to city. 

“The railroads, nevertheless, are a necessary part of trans- 
portation. For long hauls they are more economical than 
trucks, and must be protected from the competition which does 
not bear the load of maintaining the roads on which it operates.” 


FREIGHT TRAFFIC INSTITUTE 

Preceeding the opening of its fourth year of classes in 
traffic management, the American Freight Traffic Institute, New 
York, announces a general meeting, to which all interested are 
invited, in its assembly hall, September 6. A. J. Lilliedahl, 
traffic manager, Consolidated Automatic Merchandising Corpora- 
tion, will speak on “The New Deal in Transportation.” 
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Questions and Answers 


N this column will be answered questions of both legal and practic 
I nature that confront persons dealing with traffic. A specialist on inte. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstay 
transportation of freight. traffic man of long experience and wide know). 
edge will answer questions ———, to practical traffic problems. We do 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of investigation herein contemplated. 1f, 
more comprehensive answer to a question is desired than is thought proper {o, 
this column, the department will answer it by letter for a reasonable charg, 
No attention will be paid to anonymous communications or question 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Conflicting Rates in Same Tariff—Lower 
Applies 


Nebraska.—Question: 
the following question: 

Southwestern Lines’ Tariff No. 32-X, Agent Johanson’s 
I.C. C. No. 2061, carries a rate of 45 cents on cereal food prep- 
arations, cooked, in Item No. 480-C, Supplement No. 45, from 
Omaha to Group 1, Texas points. The minimum weight js 
40,000 pounds, or actual weight when car is loaded to full space 
carrying. The tariff provides for routing via U. P. or C. B. & Q 
from Omaha and various lines beyond. 

In Supplement No. 21 to Southwestern Lines’ Tariff No, 
202, I. C. C. No. 2371, which was made a part of No. 32-X, Item 
No. 483 names a rate of 62% cents on cereal food preparations, 
cooked, from Omaha to Group 1, Texas points, with graduated 
minimum. The rate applies via the C. B. & Q. from Omaha 
and various lines beyond. 

We load 19,500 pounds of cereal food preparation, cooked, 
into a 36 ft. car, which fills it to full space carrying capacity. 
Will we be compelled to pay 62% cents per cwt. on 20,000 pounds 
to Group 1, Texas points, from Omaha, when the car is routed 
C. B. & Q., Kansas City, M. K. T., or are we entitled to the 
lower rate at actual weight? One carrier says the lower rate 
at actual weight applies; the other declines to commit itself. 

Answer: It is our opinion that the proper charge is $125 
for the shipment. We think that Tariff 32-X, I. C. C. 2061, has 
no application separate and distinct from S. W. L. Tariff 202, 
Agent Johanson’s I. C. C. 2371, because the latter specifically 
provides on its title page that the former, including Supplement 
45, is incorporated in Tariff No. 202. In reality, therefore, we 
have but one tariff to deal with, and that is Tariff No. 202. In 
Supplement marked No. 45, Item 480-C provides a rate of 45 
cents, minimum 40,000 pounds. In Supplement 21, a later publi- 
cation, a rate of 621% cents per 100 pounds is provided, mini- 
mum weight to be in accordance with section 3, Item 5-B. Item 
5-B is found in Supplement numbered 45, and section 3 thereof 
provides a minimum of 20,000 lbs. for cars under 40 feet in 
length. We do not see any basis, therefore, for the view that 
actual weight will apply in connection with the 62% cent rate 
when less than 20,000 pounds. When Supplement 45, of S. W. L. 
Tariff 32-X was added to S. W. L. Tariff 202, Section 2 of the 
former tariff was also added to the latter. It is noted that 
both the 45 cent rate and the 62% cent rate are in sections 
described as Rate Section 2. There is no provision for their 
alternative application. We consider there is a conflict, there- 
fore, between the two rates and that under the well established 
rule of the Commission in such cases, the lower basis applies. 

Formerly the Commission held that the older rate applied, 
whether it was the higher or the lower, but on July 22, 1931, 
it issued an administrative ruling that following the court’s 
decision in C. I. & L. Ry. Co. vs. International Milling Co., 33 
Fed. (2nd) 636, upheld by the Circuit Court of Appeals in 43 
Fed. (2nd) 93, when two rates are published in separate tariffs, 
the lower applies. In Grovier-Starr Produce Co. vs. Ark. Valley 
Int. Ry., I. C. C. 287, it said where conflicting rates were in 
the same tariff, one of which was 94 cents and the other 99 
cents: 


We would appreciate your opinion on 


Applying the familiar rule that where conflicting rates are pub- 
lished in the same tariff the lower rate governs, the applicable rate 
from the Texas origin to the destinations named is 94 cents. 


In the International Milling Company case, above cited, the 
lower court held that where conflicting rates were published 
in separate tariffs, the lower applies. The Circuit Court of 
Appeals held that in such cases the rate later published repeals 
and cancels the prior rate even though there is no compliance 
with the Commission’s tariff circular rule governing cancella- 
tions, and that the later rate becomes applicable. It so chanced 
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that the rate which was the later published was also the lower 
rate. The result of the upper court’s decision was to affirm the 
jower court’s ruling that the lower applied, but taking the upper 
court’s reasoning by which it reached this result it must needs 
have held that had the latter rate been the higher the higher 
would be applicable. 


Tariff Interpretation—Rates Not Filed With the Commission 
Cannot Be Used in Combination With Rates Which Are So 
Filed 


New Jersey.—Question: Will you please give us your opin- 
ion on the following question? 

We ship coconut products in less-than-carload lots through 
the port of Norfolk to destinations in South Carolina, North 
Carolina and Tennessee. We have been contending for the 
lowest combinations, as they are published in E. S. S. Tariffs 
SB-B38 and SB-B85, in conjunction with rates beyond Norfolk, 
as carried in Agent Speidens’ Tariff No. 597. 

The E. S. S. Co. contends that we cannot use a rate pub- 
lished in a tariff without an I. C. C. number in conjunction with 
a rate published in a tariff filed with the Interstate Commerce 
Commission. 

Can you give us the authority for this ruling? 

Answer: Through shipments by rail and water in inter- 
state commerce can move only on rates filed with the Inter- 
state Commerce Commission. When shipments originate with 
a carrier whose rates are not subject to the Interstate Com- 
merce Act and, therefore, not subject to the Commission’s 
jurisdiction, the contract of shipment cannot be for delivery 
at a point where the rate is subject to the Commission’s juris- 
diction. Likewise, where a shipment originates with a carrier 
whose rates are on file with the Commission, the contract can- 
not be for delivery on a line whose rates are not so filed. The 
Commission could not effectively regulate commerce moving 
under a through shipping contract where only part of the serv- 
ice is subject to its jurisdiction. 

If there is no through rate from Hoboken to destination 
via Norfolk we know of no law which would prohibit the billing 
of shipments on ocean bills of lading and ocean rates from 
Hoboken to Norfolk, and then rebilling on railroad bills of lad- 
ing to final destination. There would be, in that case, no ar- 
rangement for continuous through carriage under a through con- 
tract of shipment. In United States of America vs. Munson 
Steamship Co. 283 U. S. 438, 51 S. Ct. 360, the Court held that, 
as a practical matter, there could be continuous handling of the 
goods between the non-controlled carrier and the railroad com- 
pany, although there would be no arrangement for continuous 
through carriage from a legal standpoint. From this decision, 
we deduce that there can be arrangements for continuous 
through carriage, including through billing and through physical 
handling of the goods, to some points, and not to other points. 

If, however, there is a joint through water-rail rate from 
Hoboken to final destination via a given route, it is not permis- 
sible, under the law, to bill a shipment to some intermediate 
point and then rebill for the purpose of defeating the through 
rate, except where the through rate tariff authorizes the alterna- 
tive application of combination rates when lower than the 
through rates, and then only where the factors of the combina- 
tion are rates on file with the Commission. Possibly, the situa- 
tion really involved, in this instance, is this: Agent Speiden’s 
Tariff No. 600, I. C. C. No. 773 (Cottrell’s Tariff 100-A), pro- 
vides for joint through class rates via the Eastern Steamship 
Line from Hoboken via Norfolk and rail lines beyond to South- 
eastern and Carolina territories. In order to avoid violations 
of the aggregate-of-intermediates clause of the fourth section 
of the Interstate Commerce Act, which prohibits through rates 
in excess of the aggregate of intermediates, Item 410 of this 
tariff provides: 





If the charge based on the aggregate of intermediate local, joint 
or proportional rates named in tariffs lawfully on file with the Inter- 
state Commerce Commission over any route via which the through 
rates named in this tariff apply, is lower than the charge accruing 
under the through rates published herein from origin to destination, 
such lower charge will be the legal charge, etc. 


Note that under this rule the intermediate factors must 
be on file with the Commission. To destinations in this tariff 
shipments cannot be billed on combinations not authorized by 
this rule. Even if the words “named in tairffs lawfully on 
file’ were eliminated from the rule, the Commission would not 
Sanction the use of a rate not subject to its jurisdiction. In 
Berney Bond Glass Co. vs. N. Y. C., 147 I. C. C. 117, the through 
rate on bottles from Clarion, Pa., to Westmount, Quebec, 
Canada, was in excess of the combination made by taking the 
international rate from Clarion to Adirondack Junction, Canada, 
and adding thereto a Canadian rate not filed with the Commis- 
sion. The Commission said: 


The latter factor, however, is on file only with the Canadian Com- 
mission. Hence it does not constitute an intermediate rate within 
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the meaning of the fourth section, and can not be regarded in the 
determination of a basis of award of reparation, 


There are numerous other cases to the same effect. 


Tariff Interpretation—Application of Commodity Rate on Cast- 
ings, Not Specifically Provided for in Classification 


Wisconsin.—Question: We will appreciate it very much if 
you will kindly let us have your opinion on the following case, 
backed by Interstate Commerce Commission cases, if you are 
able to find an identical situation. 

From Milwaukee to New York, for export, a carload ship- 
ment of stone crusher parts, N. O. I. B. N., was shipped Novem- 
ber 6, 1930. These stone crusher parts are nothing more than 
castings as from the mold, and do not require any further work 
to be done on them, as they are a complete article when they 
come from the foundry. If you will refer to Note 30, Agent 
Jones’ Tariff 349-D, I. C. C. 2276, you will note there is a com- 
modity rate on castings which is subject to Note B, reading: 
“All articles of Iron and Steel Manufacture subject to Note B, 
viz.: Not otherwise specifically provided for in the Official 
Classification.” Our interpretation of “specifically provided for 
in the Classification” refers to such items as are enumerated 
on page 357, Items 2 and 3, of Consolidated Freight Classifi- 
cation No. 7. 

The shipment in question consisted of liners for a crusher, 
which are not specifically provided for in the Classification, and 
we therefore claim that, due to the fact that these are not 
provided for in the Classification, we can secure the commodity 
rate, as mentioned in Note 30. The carriers contend that these 
parts are enumerated under Item 4, on page 357, of Consolidated 
Freight Classification No. 7, and we contend that this is a 
generic heading and not a specific heading. 

We would like to secure your opinion as to who is correct, 
bearing in mind the fact that the shipment in question con- 
sisted of nothing more than plain iron casting; parts of a stone 
crusher. 

Answer: We can locate no decision of the Commission in 
which the term “not otherwise specifically provided for in the 
Classification,” as used in Note B, of Note 30, of Agent Jones’ 
Tariff 349-D, I. C. C. 2276, has been construed. 

In International Cement Corporation vs. C. & O. Ry. Co., 
165 I. C. C. 123, the Commission held that a commodity rate of 
37% cents, applying on castings, and castings, rough, not other- 
wise specified, applied on a shipment of rough iron or steel 
grinding balls, notwithstanding that grinding balls, iron or steel, 
are rated in the Classification under a heading separate and 
distinct from that under which iron or steel articles generally 
are classified in the Southern Classification. 

However, the commodity description for castings and forg- 
ings in connection with which the rate of 371% cents, above 
referred to, published in Agent Boyd's Tariff 1018-C, I. C. C. 
A-1570, applied, contained the qualification that it “did not in- 
clude articles specifically provided for herein” (Agent Boyd’s 
I. C. C. A-1570), while in the present instance Note B, of Note 
30, of Agent Jones’ Tariff 349-D, I. C. C. 2276, provides that 
the commodity rate on castings will apply on articles of iron 
and steel manufacture, not otherwise specifically provided for 
in the Official Classification. 


Castings for crushers are, in our opinion, specifically pro- 
vided for in the Official Classification, in Items 2 and 3, on page 
357 of the Consolidated Classification, and therefore the com- 
modity rate on castings published in Agent Jones’ Tariff 349-D, 
I. C. C. 2276, is applicable thereon. 


Damages—Measure of, Where Carrier Holds Shipment as Ware- 
houseman 


Ohio.—Question: A shipment from X to this point and was 
unloaded into the carrier’s freight house. 

The usual mail notice was sent to consignee. The goods 
were not taken from the freight house until after the expira- 
tion of free time, and storage charges on the goods while held 
in the freight house were assessed. 

During the storage period some loss occurred. Can the 
consignee collect for this loss, and, if so, on what basis? 

Answer: The rule of damages which governs the liability 
of a warehouseman is that when the property bailed is returned 
in a damaged condition the measure of damages is the differ- 
ence between the market price in good condition and its value 
in the damaged condition. Hyde vs. Mechanical Refrigerating 
Co., 144 Mass. 422; Motley vs. So. Finishing, etc., Co., 182 N. E. 
347. 

In the instant case, inasmuch as some time subsequent to 
the date of arrival of the car the carrier held the goods as a 
warehouseman, if liability for negligence as a warehouseman 
is proved, it is our opinion that the amount of damages for 
which the carrier is liable as warehouseman, is the difference 
between the market value of the property in good condition 
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and its market value in the damaged condition at the time of 
the termination of the bailment. See Henderson Mining & Mfg. 
Co. vs. Cimine (Ky.) 213 S. W. 23, in which the court said: 


It is further claimed that the measure of damages was incorrect; 
it being insisted that the proper measure of damages was the dif- 
ference between the market value of the apples just before the injury 
and their market value just after the injury. If this rule is applied 
to perishable property, it would be practically impossible to deter- 
mine the amount of damage. Hence the termination of the bailment 
is the usual time for fixing damages, and the measure of damages is 
the difference between the market value of the property at that time 
in good condition and its market value in the damaged condition, al- 
though the bailment was continued after knowledge that damage had 
occurred. Holt Ice, etc., vs. Jordan & Co. (Ind), N. E. 575; Patter- 
son vs. Wenatchee Canning Co., 101 Pac. 721. 


See also Hansen-Rynning vs. O. W. R. & N. Co. (Ore.), 209 
Pac. 462, in which thé court held that where cans of salmon 
stored in defendant’s warehouses became rusty from a leak in 
the roof, plaintiff was entitled to the expense incurred in a 
reasonable endeavor to remove the rust from the cans, as well 
as the difference between the market value at the place where 
the injury occurred on the date of their return to the owner in 
the condition the goods were in after such reasonable endeavor 
had been made to remove the rust and the market value at 
the same time and place if the property had been fn good 
condition. 


Routing and Misrouting—Carrier Not Required to Turn Ship- 
ment Over to Competing Line 


Iinois—Question: We would appreciate it if you would 
give us an opinion on the following case: 

A car was tendered a carrier with bill of lading contain- 
ing a rate and routing instructions. The rate, however, was not 
applicable over any route of the receiving carrier, but is ap- 
plicable over the route of a competing line. The particular 
station is a joint agency. In this case, can the receiving line 
be held responsible for accepting this car and forwarding it 
to destination, even though the rate shown in the bill of lading 
did not apply via its route? Please give us reference to any 
Commission decisions involving a similar case. In our opinion, 
inasmuch as the routing shown in the bill of lading was con- 
tradictory to the rate, it was incumbent upon the agent of the 
originating line to take up with us before allowing the car to 
go forward. 

Answer: In McLean Lumber Company vs. L. & N. R. R. 
Co., 22 I. C. C. 349, the Commission held that there is no duty 
on the part of a carrier to turn a shipment over to a compet- 
ing line where there is a conflict in the bill of lading between 
the rate and route shown in the bill of lading by the shipper, 
but may forward the shipment over its own line from point of 
origin. 

In St. Louis Cooperage Company vs. B. & O. R. R. Co., 161 
I. C. C. 258, the Commission modified its holding in the McLean 
Lumber Co. case to the extent of holding that where there is a 
conflict between the rate and route shown by the shipper in 
the bill of lading it is the duty of the initial carrier to direct 
the shipper’s attention to the conflict and that it is liable for 
misrouting the shipment if it is a party to a route via which 
the rate is cheaper than via the route shown in the bill of 
lading if it forwards the shipment via the route shown in the 
bill of lading. 

Unless there is a route to which the receiving railroad is 
a party and via which route a cheaper rate applies than that 
applicable via the route over which the shipment moved, there 
was no misrouting on the part of the receiving raliroad in 
forwarding the shipment via its line to destination, notwith- 
standing the fact that the rate applicable via another carrier 
was shown in the bill of lading. 


Power of United States Shipping Board to Reject Tariffs 


California.—Question: Please advise your opinion as to the 
power of the United States Shipping Board to reject a tariff, 
or supplements or amendments thereto, containing rates on 
commodities moving in intercoastal commerce between the 
Atlantic and Pacific ports or between the Pacific and Gulf of 
Mexico ports, via the Panama Canal, and on which commod- 
ities no rates have been previously filed with the board. We 
refer to “initial,” and not to “changed” rates. Recently addi- 
tional pages to a certain steamship tariff was tendered to the 
Board for filing but were rejected because the rates therein 
were proposed to become effective on less than thirty days’ 
notice, notwithstanding the fact that the tariff proper was 
filed with the Board early in June as an initial tariff under 
the 1933 Intercoastal Shipping Act, and notwithstanding the 
fact that the rates published in these additional pages were 
on commodities for which no rates had been previously pub- 
lished in tariffs filed with the Board. 

Our view is that inasmuch as the particular steamship com- 
pany had seasonably filed the tariff to which these papers were 
additions, and as the company did not have rates which could 
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be applied, these were initial rates and not subject to the 
30 days’ notice provision of the Shipping Act. We are also 
of the view that this situation is clearly distinguishable fro, 
one where, since June 2, a steamship line’s tariff initially fijgq 
is rejected in its entirety. We would appreciate your commen 
on these matters. 

Answer: In our opinion there is no difference between th, 
two situations described. In either case the rates are propose 
initial rates. The 30 days’ notice rule in Section 2 of the 
Shipping Act, 1933, relates only to “changes” in rates that haye 
already become operative under this Act. Where such rulg 
exist their purpose is to put the shipping public on notice: 
it is not otherwise interested in the tariffs themselves. 

As to the power of the Board to reject initial rates there 
seems to be difference of opinions, and the Board’s policy jy 
this respect apparently has not been consistent. As to tariffs 
filed on June 1 or 2 on one day’s notice, none of which were 
rejected for that reason, we understand the Board’s view to be 
that the 1933 act did not become operative in time to require 
30 days’ notice, and it, perforce, had no power to reject them, 
Notwithstanding this, however, other initial tariffs were filed 
on short notice long after June 2, some of them in July, and 
were not rejected. In the past few days, Girdwood Shipping 
Company’s tariff S. B. I, No. 1, an initial tariff published op 
short notice, was rejected, as were original pages 100-C to 100-M, 
inclusive, of a Gulf Intercoastal Conference’s Tariff because of 
violation of Rule 3 (f) of the Board’s Tariff Circular No. 2, 
issued April 26, 1933. This rule requires that all schedules 
filed with it shall carry an effective date, on not less than 30 
days’ notice, or reference to special permission from the Board 
to depart from that rule. The Gulf Intercoastal tariff was filed 
early in June. 

Section 2 of the 1933 act prohibits in specific terms a 
“change” in rate on less than 30 days’ notice without special 
permission of the Board; it is silent on the subject of “initial” 
rates. However, the fourth paragraph of Section 2 provides: 


T 


il 


The board shall by regulations prescribe the form and manner 
in which the schedule required by this section shall be published, 
filed and posted; and the board is authorized to reject any schedule 
filed with it which is not in consonance with this section and with 
such regulations. 


We understand the above clause is considered authority for 
Rule 3 (f), Tariff Circular No. 2. 

Section 2 also contains the provision that from and after 
ninety days from the passage of the Act intercoastal carriers 
shall not engage in this transportation unless they have duly 
filed their schedules with the Board. The 1933 Act was ap- 
proved March 3 and carries no effective date. Presumably, 
therefore, it became effective with its passage. We see nothing 
inconsistent im this view with the ninety day provision that 
tariffs must be filed as a condition precedent to engaging in 
this transportation. 

Under this Act the Board, in Section 2, as pointed out, may 
prescribe tariff regulations and reject tariffs not in compliance 
therewith. It issued its regulations April 26. If the Act was 
not operative, apparently, Tariff Circular No. 2 had no legal 
inception. 

Our view is that if the Board may now reject initial rates 
not showing 30 days’ notice or its special permission, it had 
the power to reject tariffs filed on June 1 or 2 on short notice, 
and certainly such tariffs filed late in June and in July which 
did not carry permission to depart from the 30 days’ rule. 
We understand it had distributed Tariff Circular No. 2 well in 
advance of June 1 and if carriers had insufficient time to file 
their schedules on 30 days’ notice, the Board could have issued 
special permissions to depart from Rule 3 (f). It is difficult 
to see, however, why Congress would specifically prohibit 
“changes” on less than 30 days’ notice without the Board’s 
permission, and remain silent as to “initial” rates if it had 
intended initial rates to be subject to identically the same rule 
as it prescribed for changes in rates. Until a court of compe- 
tent jurisdiction passes upon this question, our view is that 
initial rates are not subject to the 30 days’ rule and that special 
permission of the Board is not required to permit such rates 
to become operative. 


Reparation—Overcharges—Joint and Several Liability of 
Carriers 


Alabama.—Question: A formal complaint is filed with the 
Interstate Commerce Commission involving several lines. One 
line has been abandoned since the claim originated and another 
is in receivership. In case of a favorable decision, are all the 
carriers involved severally liable, and can we insist upon the 
initial carrier paying in full under the Cummins’ Amendment? 
What procedure do you suggest in case of a favorable decision? 

Answer: The Commission has held that the liability of 
carriers for overcharges or reparation is a joint and several 
liability, and that recovery can be had from one of the Car- 


PAGE 395 





»_ No. 19 eS The Tr affic World 









to the 
are algo 
ble from 
aa 
; ent e 
tn Tomorrow's Opportunity 
oO OSe4 ° 
| in Traffic Management 
h Tuleg 
«can be prepared for today 
S there 
Dlicy jp 
) tariffs 
boty If you are one of the few men who believe in doing 
Med. rather than dreaming, if you are really interested in making 
| them, your business position more secure and your future progress 
€ filed more definite, we have a suggestion worthy of your con- 
Ee. sideration. 
g 
pod. Here it is: 
use of * . . 
Sign the coupon on this page and send it for 
ae our booklet, “Get a REAL Grasp on TRAFFIC”. 
an 30 You will be under no obligation. Use this booklet 
— to learn how other men have speeded up promo- 
oo tion, how they have qualified for more responsibility 
ms a —for more pay. 
ital The General Traffic Manager of a large industry*, speaking 
rides: of one of our students—an employee in his department, 
anner says: ‘Although he has only been taking your course for 
— a comparatively short while, it might interest you to know 
with that | have noticed an exceptional improvement in his traffic 
knowledge.” 
for 
~~ The Vice President of one of the largest railroads in the 
after United States* says, “Il unqualifiedly endorse the College of Advanced 
ron Traffic."” 
.bly, Does that promise well for the promotion of our students? 
hing 
that For the man who wishes to learn all he can regarding traffic there is the 
> in 
_ TRAFFIC SPECIALIZATION COURSE 
nce 
a For the man who already has considerable traffic experience andknowledge, ‘*Today’s traffic student 
7 there is the is the traffic authority 


yt TRAFFIC LAW COURSE of tomorrow”’ 


had 





ice, 

a Both courses can be studied as a resident student at either Chicago or 

ne New York, or else as a resident-by-mail student at home. 

a Conditions are fast changing, opportunities open today are tomorrow 

ult filled and gone. Our booklet tells you of these opportunities in traffic work. 

bit Where and how they will develop, and what you can do to take advantage 

of them. If after reading it, you feel that we can’t help you, you have lost 

le nothing. You should, though, keep your eyes open for handholds on 7 
\e- promotion. If they are open, send in the coupon. a 


at 
COLLEGE i = 
of - —_- 
Pal 330 S. Welis St. 
Chicago, III. 


A ae VA N Cc K D T Rr A F F i C Please send—without obligation to me— 


330 S. Wells m.. Chicago 299 Broadway, New York City your booklet “Get a Real Grasp on Traffic.’ 


* If you went the names of these men and complete copies of their letters we will gladly se 
them to you—or copies of any of the hundreds of other testimonials we have on file. Pe eI aCe PRN TTR RN ee nee Cree ee 


———— a a ae ae a ae 








PAGE 396 









riers participating in the movement of a shipment, regardless 
of the liability of another or other carriers therefor or any part 


thereof. See United Paper Board Co. vs. Southern Ry., 
I. C. C. 60, in Which case the Commission said: 


62 


Awards of reparation are not dependent upon the solvency or 
insolvency of the carriers concerned. Our orders for reparation re- 
quire payment of the sum found due and run against all defendants. 
Riverside Mills vs. A. & S. Steamboat Co., 40 I. C. C. 501, 


See, also, Bowers Co. vs. Director-General, 107 I. C. C. 305; 
Yellow Pine Company of Philadelphia vs. Director-General, 104 
I. C. C. 371, and Mareus & Co. vs. Director-General, 77 I. C. C. 
242, 248. In the latter case the Commission said: 


It is well settled that where an unreasonable rate is collected the 
liability of the parties is joint and several, and reparation may be 
awarded against one of the carriers which participated in the traffic 
even though other lines which performed a part of the transportation 
service are not made parties defendant. Sloss-Sheffield Steel & Iron 
Co. vs. L. & N. R. R. Co., 60 I. C. C. 595, 598, and cases there cited. 


State Versus Interstate Traffic 


Virginia.—Question: Will you please advise whether a car- 
load shipment of lumber moving strictly intrastate from Orange, 
Va., to Newport News, Va., for export, is subject to the export 
commodity rate published in a tariff filed with the Interstate 
Commerce Commission, or to the domestic commodity rate 
published in a tariff filed with the Public Service Commission 
of Virginia? 

By reference to C. & O. Tariff 930-D, VCC No. 45, you will 
note that a commodity rate of $3.15 per net ton is published on 
rough oak lumber, carloads, from Orange, Va., to Newport 
News, Va., while C. & O. Tariff No. 1342C, I. C. C. 10341, which 
apparently is not filed with the Public Service Commission of 
Virginia, names an export commodity rate of $4.30 per net ton. 
I have reference to a shipment moving during January, 1932, 
and which, so far as the rail lines are concerned, or so far as 
the transportation in a box car is concerned, was strictly in- 
trastate. 

Answer: Where there is an original and continuing inten- 
tion to ship goods from a point in one state to a point in an- 
other state or from a foreign country to an inland point in the 
United States, the commerce is interstate or foreign and its 
character, as such, is not changed by mere incidents or acci- 
dents of billing. See United States Finishing Co. vs. N. Y. N. H. 
& H. R. R. Co., 107 I. C. C. 412, and United States vs. Erie 
Railroad et al., 280 U. S. 98, 50 S. Ct. 51. In the latter case the 
Court said: 

The carriers content that title to the pulp does not pass to the 
company until the broker arranges, at the Hoboken Dock, for ship- 
ment of the specific lot to Garfield; that the shipment by the mill to 
its agent, as consignee, of pulp in quantity exceeding that ultimately 
destined to Garfield terminates when the pulp is delivered on dock 
at Hoboken, that this foreign shipment is distinct from the subsequent 
shipment by the broker to Garfieid of the smaller quantity, under a 
new and local bill of lading; and that, therefore, the rail movement 
from Hoboken to Garfield is an independent intrastate transaction. 
But the nature of the shipment is not dependent upon the question 
when or to whom the title passes, Pennsylvania Railroad Co. vs. Clark 
Coal Co., 238 U. S. 456, 465-6. It is determined by the essential char- 
acter of the commerce. Baltimore & Ohio S. W. R. Co. vs. Seattle, 
260 U. S. 166, 170. It is not affected by the fact that the transaction is 
initiated or completed under a local bill of lading which is wholly 
intrastate. Ohio R. R. Commission vs. Worthington, 225 U. S. 101, 
108-110; Texas & New Orleans R. R. Co. vs. Sabine Tram Co., 227 
U. S. 111; Hughes Bros. vs. Minnesota, 272 U. S. 469; or by the fact 
that there may be a detention before or after the shipment on the 
local bill of lading. Carson Petroleum Co. vs. Vail, 279 U. S. 95. 
The findings of the Commission, that the broker acts only as agent 
and that from the time that the pulp is put aboard the steamer 
there is a continuing intent that it should be transported to Garfield, 
ought to have been accepted by the District Court as conclusive, since 
there was ample evidence to sustain it. Western Paper Makers’ 
Chemical Co. vs. United States, 271 U. S. 268; Virginian Ry. Co. vs. 
United States, 272 U. S. 658. The rail transportation is, in fact, a 
part of foreign commerce. 


The same principles necessarily apply to export traffic as 
apply to import traffic. 


Freight Charges—Collection by Destination Carrier of Charges 
Advanced to Preceding Carrier 

Illinois.—Question: We desire to have the benefit of your 
views on the following problem: 

Carload shipments, originating at a point in the United 
States and destined to a destination in Canada, are shipped 
from a United States point of origin during March, 1930. The 
freight charges were paid at destination, based on a through 
rate. It has since developed that the through rate was not 
applicable over the route of movement, and the destination 
carrier is now attempting to collect undercharges on the through 
movement in Canada. 

Inasmuch as the Act to Regulate Commerce provides for a 
three year statute of limitation, we desire to know whether 
or not the carrier may collect in Canada for the entire freight 
charges, or can they only collect a,proportion of the rate on 
the movement from the border to the final destination? 
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Answer: A connecting carrier is under no obligation 
make advances for charges paid by a preceding carrier or ty 
give credit therefor, even though it is customary so to do, and 
without paying the preceding carrier's charges, it may be re. 
garded as the agent of the preceding carrier to collect such 
charges, Lee vs. Salter, Lalor (N. Y.) 163; New York, etc., R, 
Co. vs. National S.S. Co., 137 N. Y. 23, 32 N. E. 993), although 
in this event the charges are due to the preceding carrier ang 
not to the connecting carrier. (Gould vs. Newburyport R. (Co, 
14 Gray (Mass.) 472). Nevertheless a connecting carrier may 
advance the charges of the preceding carrier, including charges 
which the preceding carrier may have already advanced in the 
same way, and demand the full amount of its own charges and 
the advancements at the end of the transportation (Wabash R, 
Co. vs. Pearce, 192 U. S. 179, 24 S. Ct. 231, 48 L. ed. 397; Bisse] 
vs. Price, 16 Ill. 408; New York Central, etc., R. Co. vs. Weil, 
67 Misc. 179, 183, 119 N. Y. S. 676; Baltimore, etc., R. Co. vs, 
Samuel, 48 Pa. Super. 274; Chicago, etc., R. Co. vs. Hall, 69 
Ill. A. 497), unless it has notice or knowledge that, in the 
particular case, the charge of the preceding carrier is unlawful, 
(Berry Coal, etc., Co. vs. Chicago, etc., R. Co., 116 Mo. A. 214, 
92 S. W. 714.) This, it is said, is a right long sanctioned by 
law and custom, and is founded on public convenience and 
common sense. (New York Cent., etc., R. Co. vs. Weil, 65 Misc, 
179, 119 N. Y. S. 676.) The doctrine applies notwithstanding 
the goods were carried over lines different from those con. 
tracted for (Seaboard Air Line R. Co. vs. Southern Flour, etc., 
Co., 138 Ga. 604, 75 S. E. 654; Georgia R., etce., Co. vs. Murrah, 
85 Ga. 348, 11 S. E. 779; Glover vs. Cape Girardeau, etc., R. Co,, 
95 Mo. A., 369, 69 S. W. 599), provided the connecting carrier 
had no knowledge or notice of the agreement between the 
owner of the goods and the initial carrier as to a different 
routing of the goods. (Seaboard Air Line R. Co. vs. Southern 
Flour, etc., Co., 188 Ga. 604, 75 S. E. 654.) But if the connect- 
ing carrier has knowledge that the charges to the point of 
destination have been paid to the initial carrier, it is not justi- 
fied, without express authority from the consignee, in paying 
charges claimed by preceding carriers, especially where no 
question as to the correctness of the rate or the amount charged 
by the initial carrier is raised; and the same is true if although 
not having actual notice, it has knowledge of facts which should 
put it on inquiry and which, if followed up, would lead to such 
notice. 

The connecting carrier is not entitled to insist on payment 
of charges advanced for services not cofistituting a part of 
the transportation of the particular consignment. So, where 


The connecting carrier is not entitled to insist on payment 
of charges advanced for services not constituting a part of the 
transportation of the particular consignment. So, where the 
goods have reached the destination contemplated in the original 
contract of shipment, and another carrier, a volunteer, under- 
takes to transport them from the depot of the last carrier to 
the place of business of the consignee, it has no right to pay 
the charges and collect them from such consignees. 


We can locate no decisions of the courts of Canada which 
relate to this question, but the principle of the decisions by 
the courts in the United States seems to be firm'y established 
and probably would be followed by the courts of the Dominion 
of Canada. 


Recovery by Carrier of Amount of Reparation Award by Inter- 
state Commerce Commission 


North Carolina.—Question: Will you please give us the 
benefit of your opinion with respect to the following case? 

A formal complaint was filed before the Interstate Com- 
merce Commission and decided on June 30, 1931. The Com- 
mission awarded reparation on certain shipments which were 
involved in the complaint. On July 18, 1931, a petition for re- 
opening and rehearing was filed, and on October 5, 1931, this 
petition was denied by the Commission. 


A Rule V Statement was submitted to the carriers and 
certified to by the carriers in due course of time. The Rule V 
statement, of course, complied with the order of the Commis- 
sion in the case. On September 17, 1932, the Commission 
handed down an order directing the carriers to pay the repara- 
tion and the carriers complied with the order and paid the 
reparation claim on October 8, 1932. 


In January, 1933, the carriers who paid the reparation ap- 
proached the complainant to whom the reparation was paid 
and made a request that the amount of the reparation be re- 
funded to the carrier, based on the statement that the money 
was paid to complainant in error; that the complainant paid 
in the first instance rates which were no higher than the 
reparation basis. However, the record in the case shows that 
the freight was originally paid on a higher basis than was 
ordered and this showing is not contradicted of record. 

The carriers still insist that the money was paid in error, 





Vol. LII, No. 1 Mi septe! 





’ No, 1h 





the 
ym- 
ym- 
re 
nis 
nd 


is- 
yn 


1e 


a> 


Bard urd 











a 


PAGE 397 


september 2, 1938 0d he Traffic World 


TRANSPORTING LUMBER 





Intercoastal Shippers and Receivers Save Money 
by Using Port Covington Terminal, Baltimore, 
and Western Maryland Railway 
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Convenient for distribution in East and Middle West. 


Lumber Storage Yard, Port Covington Terminal, Baltimore. 


With the increased volume of lumber now moving from Oregon and Washington 
to Atlantic Coast ports for final shipment to interior points, shippers and steamship 
lines are particularly interested in the modern facilities available at Port Covington 
Terminal, Baltimore, and resulting low cost of handling. In addition, Baltimore 


offers lowest freight rates to Middle Western points. 


For booklet describing Port Covington Terminal, or for information as to rates 
‘and routes, write to any Western Maryland Railway Traffic Representative or to 


W. S. Burton, Foreign Freight Traffic Manager 


Standard Oil Building 


Short Line 
to Baltimore, 
Middle West Maryland 
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and that the complainant should refund the money directly to 
the carriers without delay. 

We will appreciate your giving us your opinion regarding 
the legal standing of complainant in this case with respect to 
resistance of the payment of this money to carriers. 

We should also appreciate your supporting your opinion 
with authority of the Interstate Commerce Commission, or the 
courts, or both, in a matter of this nature. 

Answer:—A defense to the carrier’s action for the recovery 
of the charges which it contends were erroneously paid to you 
under the Commission’s order of reparation may be either a 
defense based on the merits of the case, the issue being whether 
or not charges in excess of the basis to which the Commission 
ordered reparation were paid, and a defense based on the 
pleading of the statute of limitations which govern such an 
action. As to the latter defense, our view is that the same 
arguments for and against the application of the three-year 
period of limitation provided for in paragraph 3 of Section 16 
of the Act will apply to the recovery of an amount erroneously 
refunded as reparation, as have been advanced with respect to 
the recovery of an amount erroneously refunded as an over- 
charge. See, in this connection, our answer to Missouri, on 
page 846 in the Nov. 21, 1931, Traffic World, under the caption, 
“Limitation of Actions—Recovery by Carrier of Amount Erro- 
neously Refunded as Overcharge.” 

As to other defense, necessarily the exact facts in the case 
will determine the question. 


Freight Charges—Demurrage—Liability for 


Florida.—Question: We shipped a car of lumber, naming 
ourselves as shipper and consignee in the bill of lading. We 
placed instructions with the agent at destination to deliver 
the car to our customer on surrender of our written order 
which was attached to draft and sent through the bank. The 
shipment was sold by us f. o. b. destination, and the freight 
bill was accepted by the bank as part payment. Delivery of 
the shipment was made in accordance with our instructions, 
and we paid the usual charge for reconsigning. After the car 
had been accepted by our customer demurrage accrued but 
our customer declines to pay same. 

The railroad contends that we are liable for the demurrage 
accruing at destination, as we are shown as the consignee in 
the bill of lading. We contend that we are not liable, as the 
demurrage accrued after the car had been reconsigned and 
passed out of our conrtol. 

Are we liable for the demurrage? 

Answer: We can locate no decision covering the liability 
of a party shown in the bill of lading as consignor and con- 
signee for demurrage accruing after delivery of the shipment 
by a carrier to a party designated by the consignor. 


It has been held, however, that a consignee is liable for 
freight charges, regardless of the liability of the party to 
whom he has directed delivery of the shipment. See N. Y. C. 
R. Co. vs. Ross Lumber Co., 187 N. E. 324; Dare & Co. vs. 
N. Y. C. R. Co., 20 Fed. (2d) 379; N Y. C. R. Co. vs. Sharp, 
206 N. Y. S. 755, and Case vs. Union Pacific R. Co., 241 Pac. 693. 

In the case first cited the court said: 


Defendant stood in the relation of owner of the carload of lum- 
ber. The bill of lading designated it as consignee. That fact is in 
itself evidence of ownership. It does not appear from the agreed 
facts that plaintiff (carrier) had knowledge or notice that defendant 
was not the owner, or that defendant was not in fact such owner. 
The S. Johnson Company might, for all that appears, have been 
the agent of defendant whose duty it was to take delivery on its 
behalf. As defendant was the presumptive owner, if it accepted the 
freight in the capacity of owner, the law implied a promise on its 
ate aad the charges. Citing P. C. C. & St. L. vs. Fink, 250 

When it wrote the letter directing the delivery without notifying 
the plaintiff that it was not the owner of the goods, it acted either as 
consignee or a volunteer. We may not assume that its letter was the 
act of a meddler. We must, therefore, presume that it wrote as con- 
signee. It follows that it accepted the goods by an act of ownership 
when it exercised dominion over them by giving directions for their 
delivery, and the plaintiff was justified in treating it as the owner 
of the goods. The carrier was not bound at its peril to enforce 
payment of freight from the S. Johnson Company, and its right to 
resort to the defendant under the contract was not impaired by 
delivery of the freight under its direction. The language used in 
defendant's letter was not contractual. Its effect was merely to 
give plaintiff an option to demand payment from the person to whom 
it delivered the goods. 


It is unnecessary to consider what would be the rights of the 
parties if the plaintiff had been chargeable with notice before the 
a of the goods by it, that defendant was not the owner of the 
goods. 


Whether the reasoning in these cases will apply to de- 
murrage is a debatable question, in view of the fact that 
demurrage accrues after the transportation directed by the 
consignor and consignee is ended, although it may be presumed, 
in the absence of knowledge on the part of the carrier to the 
contrary, that the party to whom the delivery was made, in 
accordance with the instructions of the consignee and con- 
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signor, was an agent of the consignee, liability for demurragy 
on the part of the consignee, can, it would appear, be pred 
cated thereon. 


Personal Notes 


J. J. Hayden has been appointed district manager, distri¢t 
No. 2 of the car service division, American Railway Association, 
with headquarters in Detroit, succeeding C. R. Megee, promoted, 

R. O. Hambly has been appointed assistant general freight 
agent, Duluth, South Shore and Atlantic Railway and the Min 
eral Range Railroad, with headquarters at Marquette, Mich, 
The position of general freight agent at Duluth has been abol 
ished. D. C. Mohr has been appointed general agent at Detroit, 
succeeding A. W. Billington, resigned. J. T. Ludlum has beep 
appointed freight claim agent, with headquatrers in Minneapolis, 
James Maney, general freight and passenger agent at Duluth, 
has been relieved from active duties, after fifty-one years of 
service. 

C. E. Mochrie, who recently became general traffic manager, 
General Electric Company, Schenectady, N. Y., was the guest 
of a testimonial dinner by his friends at the Van Curler Hotel, 
Schenectady, August 10. E. R. Bardgett, vice president of the 
Western Maryland, was toastmaster. 

A. L. Lewis, president of Lewis-Shepard Company, Boston, 
announces the appointment of George H. Corliss as sales pro 
motion and advertising manager, to merchandise its line of fac. 
tory and warehouse material handling equipment. 

J. P. Magill, special representative of the Maritime Asso- 
ciation of the Port of New York, was elected manager of the 
association to fill the vacancy caused by the recent death of 
C. Lynn Bundy, at a meeting of the board of directors of the 
association August 28. Mr. Magill is well known in the ship- 
ping world, having been special representative of the Maritime 
Association since 1928. Prior to that he served the port of 
New York on a number of committees. He was for several 
years chairman of the steamship committee of the Maritime 
Association and also served as its vice president. At one time 
he operated his own steamship brokerage agency, John P. 
Magill and Son, and also managed the steamship department 
of the Crownshield Trading Corporation. 

On September 1 William A. Conway, tax agent for the 
St. Louis Southwestern, celebrated fifty years of continuous 
service with the company. He is sixty-six years old. 

J. W. Graham has been appointed general freight agent, in 
charge of solicitation, Chicago and Great Western, with head- 
quarters in Chicago. His territory is the eastern half of the 
country. 

The following appointments are announced by the Western 
Maryland Railway: M. M. Palmer, foreign freight agent, New 
York and Baltimore, succeeding J. A. Inglis, promoted; E. A. 
Schier, general agent, Chicago; A. E. Sinclair, general agent, 
San Francisco, succeeding Mr. Schier; R. D. Gray, commercial 
freight agent, New York, succeeding Mr. Palmer; W. G. Young, 
freight representative, New York. 

Andrew E. Buchanan, special representative in the passel- 
ger traffic department, Pennsylvania, died at his home in Merion, 
Pa., August 28. He had been continuously in the service of the 
Pennsylvania for forty-three years. 

Announcement of the award of five university and college 
scholarships to sons of Pennsylvania Railroad employes, effec- 
tive with the opening of the academic year 1933-1934, was made 
this week by H. A. Enochs, the railroad’s chief of personnel. 
The Frank Thomson Scholarships, of which two are awarded 
annually, go respectively to Charles Edwin Miller, of Toledo, 
Ohio, and Joseph L. Walton, of Pittsburgh, Pa. Mr. Miller is 
the son of Paul D. Miller, chief draftsman in the division 
engineer’s office at Toledo. He will attend Rensselaer Poly- 
technic Institute. Mr. Walton is the son of Jesse P. Walton, 
office engineer under the chief engineer at Pittsburgh. He will 
attend Lehigh University. These scholarships are worth $800 
annually, for a full four years’ course at any college or university 
in the United States. They are supported from the income of 4 
memorial trust fund established in 1907 by the children of 
Frank Thomson, former president of the Pennsylvania Railroad. 
The William Henry Brown Memorial Scholarship goes to Paul 
R. Brown of Zanesville, Ohio, the son of Paul B. Brown, train 
dispatcher of the Panhandle division. This scholarship provides 
$500 a year for a regular four years’ course in any under 
graduate branch of study at Princeton University, and is el 
dowed in memory of William Henry Brown, formerly chief 
engineer of the Pennsylvania. 

The John Clark Sims Scholarship is awarded to Robert 
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Fredericks, Jr., of Philadelphia, son of Robert Fredericks of 
the office of the superintendent of car service. It provides for 
full tuition for four years in any course at the University of 
Pennsylvania. It is endowed in memory of the late John Clark 
Sims, former secretary of the Pennsylvania. 

An unexpired Rea-Newhall Scholarship, covering one year’s 
tuition at the University of Pennsylvania, subject to extension 
for a longer period, is awarded to Maurice Edwin Wiggins, of 
Palmyra, N. J., son of Everett F. Wiggins, of the accounting 
department at Philadelphia. It was established as a memorial 
to the late Samuel Rea, president, and the late Daniel S. New- 
hall, purchasing agent, of the railroad. 

M. M. Wolverton has been appointed division freight and 
passenger agent, C. M. St. P. & P., at Sioux City, Ia., succeed- 
ing B. O. Searles, retired because of i'l] health. N. P. Van 
Maren has been appointed traveling freight and passenger agent, 
with headquarters at Mason City, Ia., succeeding Mr. Wolverton. 
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Doings of the Traffic Clubs 
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C. W. Dickinson, commercial agent of the Illinois Central 
System, recently elected president of the Traffic Club of Cleve- 
land, was born in Cleveland, Ohio, Nov. 
6, 1884. After completing his education 
at Western Reserve University and the 
University of Michigan, he entered the 
transportation field with the New York 
Central in the passenger department. 
He later served the K. C. M. & O. R. R. 
in the traffic department at Pittsburgh, 
New York, Detroit, and Chicago. During 
the war he was with the American La- 
France Fire Engine Company and re- 
turned to the railroad business in 1921 
as C. F. A. of the Illinois Central at 
Cleveland. In 1924 he was made T. F. A. 
and in 1925 was appointed commercial 
agent, his present position. Mr. Dickin- 
son succeeded to the presidency of the 
Traffic Club of Cleveland, after serving 
on the board of governors and filling the 
offices of second and first vice-president. 

The Junior Traffic Club of Chicago held its final all-day golf 
tournament of the season at the Cog-Hill Golf and Country Club 
August 31. Prizes were awarded winners and dinner was served 
in the evening. 








The South Bend Traffic Club will give a dinner in honor of 
Frank S. Montgomery at the Hotel Oliver September 11. Mr. 
Oliver retires as division freight agent, in South Bend. of the 
Pennsylvania, September 1, after fifty-five years of continuous 
employment with that company. 


The Traffic Club of Newark will hold a meeting in the Cham- 
ber of Commerce Building September 11. A traffic forum on 
“Transportation Codes” will precede the meeting. The annual 
outing is set for September 15 at Watchung Valley Country Club. 
There will be a baseball game between the Benedicts and the 
Bacselors, golf, and other entertainment. 


First meetings of the Kalamazoo Traffic Club following sum- 
mer recess are scheduled for Tuesday, September 5, Chamber 
of Commerce rooms, and Wednesday, September 20, with dinner 
at the Hotel Columbia. At the business meeting September 5, 
the formation of a schedule of club activities for the remain- 
ing months of the year will be in order. George J. Bolender, 
traffic manager of the Paper Makers Chemical Corporation, will 
report for the educational committee. Speakers of national 
reputation are being contacted by the program committee for 
the first of a series of meetings dealing with the basing of 
transportation costs with regard to value of services demanded 
and rendered. 


RAIL INCOME STATISTICS 


The improved financial condition of the railrcads is reflected 
in the Commission’s statement on selected income and balance 
sheet items of Class I steam railroads for June, which shows 
that in June the Class I roads had a net income of $21,276,730 
as against a deficit in net income of $20,632,703 in June last year. 
For the six months ended with June the deficit in net income 
was $101,710,247 as against a deficit in net income in the cor- 
responding period of 1932 of $125,314,233. ‘Net ircome” is the 
figure obtained after deduction from total income of interest 
and other fixed charges. 
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Digest of New Complaints 


/ 
No. 26142. The Kanotex Refining Co., Arkansas City, Kan.{ y6. A. fy 


& S. F. ; j 

Unreasonable rates, crude oil, Oklahoma City, Okla., A» 
Arkansas City, Kan. Asks reparation. (J. F. Lawrence, Atty,, 
401 Beacon Life Bldg., Tulsa, Okla., and C. E. Varner, T. M 
Arkansas City, Kan, 

26143. Nicholson Universal Steamship Co. and Spokane Steam- 
ship Co., Detroit, Mich., vs. Pennsylvania et al. 

Attack refusal of eastern and central freight associations of 
traffic managers to grant request of complainants for admission 
into participation of joint class and commodity merchandise rates 
to and from points in trunk line and New England territories 
on same basis as other competing lake carriers; also refusal of 
Traffic Executives Association for Eastern Territories to grant 
the request. Violation of section 3 alleged. Ask through and 
joint class and commodity rates with division at Buffalo and 
other lake ports on same basis as already effective in connection 
with Cleveland and Buffalo Transit Co., Detroit & Cleveland Navi- 
gation Co., Great Lakes Transit Corporation, and Minnesota At- 
lantic Transit Corporation. (Fred L. Hewitt, president, both com- 
plainants, 1465 West Jefferson Ave., Detroit, Mich.) 

No. 26144. Atmospheric Nitrogen Corporation, New York, N. Y., vs. 

N. & W. et ai. _ 

Rates and charges in violation sections 1 and 3, nitrate of soda, 
Hopewell, Va., to Suscon, Pa., as compared with rates from 
Philadelphia, Pa. Asks cease and desist order and reparation, 
(N. D. Chapin, G. T. M., and Francis W. Brown, Asst. G. T. M., 
40 Rector St., New York, N. Y.) 

No. 26145. William T. McNutt, East Liverpool, O., vs. B. & O. et al. 

Rates and charges in violation sections 1 and 3, straw, Hoyt- 
ville, Townsend, Bluffton and Delphos, O., to Chester, W. Va., as 
compared with commodity rates from and to points’ within 
Cc. F. A. and ratings in southern and western classifications. Asks 
rates and reparation. (M. B. Kyvik and H. E. Fairweather, 
practitioners, 340-346 Farmers Trust Bldg., Ft. Wayne, Ind.) 
26146. Hamill Brothers, Indianapolis, Ind., vs. G. N. et al. 

Unreasonable rates, bulk apples, Mesa, Ida., to Fergus Falls 
and Ada, Minn. Asks rates and reparation. (R. W. Schapanski, 
traffic representative, Fruit Distributors Bldg., Chicago, IIl.) 

No. 26147. The Robinson-Ransbottom Pottery Co., Roseville, O., vs. 


C. M. St. P. & P. et al. ; 

Unreasonable rate, clay, Rockland, Mich., to Roseville, 0. 
Asks rate and reparation. (C. E. O’Neal, practitioner, Roseville, 
O.) 

No. 26148. The Red Star Milling Co., Wichita, Kan., vs. A. T. & S. F. 
et al. 

Rates in violation first three sections, wheat, Pullman, Tex., 
to Wichita, Kan., milled and produced reshipped to Uhrichsville, 
O., aS compared with through rates via Kansas City, Mo. Asks 
cease and desist order, and reparation. (N. R. Moon, T. M., 18th 
and Emporia Ave., Wichita, Kan.) 

No. 26149. Bluefield Produce & Provision Co., Inc., et al., Bluefield, 
W. Va., vs. B. & O. et al. é 

Rates in violation sections 1, 4 and 6, bananas, Baltimore, 
Boston, New York, Philadelphia and Norfolk to Bluefield and 
Welch. W. Va., as compared with rates to Kenova, W. Va. Ask 
cease and desist order, rates and reparation. (C. N. Thompson, 
counsel, P. O. Box 389, Ashland, Ky.) f 

No. 26150. Tilghman Lumber Corporation, Sellers, S. C., vs. A. C. L. 
et al. a 

Alleges overcharge, lumber, Sellers, S. C., to Goldsboro, N. C. 

Asks reparation. (P. W. Lowry, practitioner, Columbia, Ss. C.) 
No. 26151. Harvest Queen Mill & Elevator Co., H. G. Stinnett, Jr., 
receiver, Plainview, Tex., vs. A. T. & S. F. et al. . ; 

Unreasonable rates, grain and grain by-products, points in 
G. Cc. & S. F. and P. & S. F. in Texas to points on A. T. & S. F., 
in N. M., viz.: Texico to Albuquerque, and Clovis to Roswell. 
Asks cease and desist order, rates and reparation. (R. F. Cooke, 
practitioner, Plainview, Tex.) 





No. 


No. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: A. Lane Cricher, Washington, D. C.; Ralph R. 
Dawson, New York, N. Y.; Stanley S. Gillam, Minneapolis, Minn.; 
L. D. Hammack, Taylor, Tex.; William B. Howell, Coalgate, 
Okla.; Bruce Hurd, Topeka, Kan.; George C. Jorgensen, Chi- 
cago, Ill.; John B. King, New York, N. Y.; William H. Knobe- 
loch, St. Louis, Mo.; Frederick W. McCarthy, Salem, Mass.; 
Dan E. McGugin, Nashville, Tenn.; Samuel V. Markley, George- 
town, O.; William K. Meadow, Atlanta, Ga.; Douglas D. Mote, 
Seattle, Wash.; Abner Pollack, New York, N. Y.; George M. 
Porter, McAlester, Okla.; John M. Salberg, San Francisco, Calif.; 
Edgar R. Savage, Crete, Neb., and Louis J. Wettman, Cairo, III. 


RAILWAY ACCOUNTING ASSOCIATION 


Services and facilities of the Railway Accounting Officers’ 
Association and of its membership were offered to Coordinator 
Eastman in a resolution adopted at the forty-fifth annual meet- 
ing of that organization, in Chicago, August 29-31. The resolu- 
tion pledged the full cooperation of the association in develop- 
ing information or such other capacity as the coordinator might 
desire. 

Two days of general meetings were preceded, August 29, by 
meetings of the various special and standing committees. The 


general sessions were given over to consideration of many 
special and general accounting problems, the printed agenda 
containing 240 pages. 
officers of the railroads were in attendance. 


More than 450 of the principal accounting 
The opening ses- 
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<7 vy, 
Sele 2) af your door 


through our facilities at 


BOSION 





; 5,000 lineal feet of dockage space provides berths for . 

) 9 ocean-going cargo carriers at one time. Each berth ,urF*® 
is served with ship-side railroad tracks and 360,000 
square feet of covered wharf space assures ample 
working room. Three modern steel and concrete 
buildings contain 500,000 square feet of excellent 
storage space in the second and third levels. Merchan- 
dise stored in this space can be covered by insurance 
at the lowest possible rate. 









ONE OF “NS 
THE CHAIN OF 
TIDEWATER 
TERMINALS 
CALLIED INLAND 


The waterside location makes it possible for cargoes WAREHOUSES 
to be handled directly from ship to closed storage, and MOnroK ee 

vice versa. Extensive waterside open storage space is 

also available. The terminal is on the line of the New 









Shippers and distributors located in Mid- 


York, New Haven & Hartford Railroad, with excellent : 

2 m dle West can obtain complete details from 
switching arrangements to the Boston & Albany and our representative in Chicago. A request 
Boston & Maine Railroads. For further information, for information incurs no obligation. 


tariffs, etc., write L. J. Coughlin, Gen’l Mgr., RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg. 
666 Summer St., Boston, Mass. “gees 






BOSTON 


TIDEWATER TERMINAL lnc: 


VW 





L.J. COUGHLIN 
GEN’L MGR. 





HARVEY C.MILLER 
PRES. 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


Central Freight Association Docket 
Central Freight Association Hearings 
Central Freight Association Coal, Coke & Iron Ore Docket 
Eastern Commodity Rate Revision Committee Hearings 
Illinois Freight Association Docket 
National Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Docket 
New England Freight Association Docket 
9. New England Freight Association Hearings 
10. Southern Freight Association Docket 
11. Southern Freight Association Dispositions 
12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Ports Foreign Freight Committee Docket 
14. Southwestern Freight Bureau Docket 
15. Southwestern Freight Bureau Hearings 
16. Texas-Louisiana Tariff Bureau Docket 
17. Transcontinental Freight Bureau Applications 
18. Transcontinental Freight Bureau Dispositions 
19. Trunk Line Association Docket 
26. Trunk Line Association Hearings 
21. Trunk Line Coal & Coke Committee Docket 
22. Trunk Line Coal & Coke Committee Hearings 
23. Western Trunk Line Docket 
24. Western Trunk Line Hearings 
25. Western Trunk Line Dispositions 
26. Joint Hearings of Rate Committees 
27. Fourth Section Applications 
28. Fourth Section Orders 
29. Sixth Section Applications 
30. Sixth Section Permissions 
31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the I. C. C, 
33. Investigation and Suspension Orders 
34. Suspension Orders Vacated 
35. Released Rate Orders 
36. Express Tariffs Filed with the I. C. C. 
37. Shipping Board Bureau Tariffs—Intercoastal 
38. Shipping Board Bureau Tariffs—Other than Intercoastal 
39. Shipping Board Bureau Short Notice Applications 
40. Shipping Board Bureau Short Notice Permissions 
41. Shipping Board Bureau Suspension Orders 
42. Shipping Board Bureau Orders Vacating Suspension 
43. Tariffs Returned by the Shipping Board Bureau 
44. Consolidated Classification Docket 
45. Express Classification Docket 
46. Adoption Notices 
47. Address ef Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations 
49. Steamship Sailings 
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sion; August 30, was addressed by Edward C. Craig, gene 
counsel, Illinois Central, on the subject of taxes, in additiop , 
an address by W. B. McKinstry, comptroller, Illinois Centra 
president of the association. 

The following officers were elected: President, W. C. Cy 
rick, general auditor, Richmond, Fredericksburg and Potomy 
Railroad, Richmond, Va.; first vice president, J. G. Livengooi 
comptroller, Missouri-Kansas-Texas, St. Louis; second vice preg, 
dent, F. J. Fell, Jr., vice president, Pennsylvania; secretary 
E. R. Woodson, Washington, D. C. 


PACKAGING EXPOSITION 


Announcement is made that the fourth annual packagip 
exposition will open in the Hotel Astor, New York, March 
1934, for a four-day display of the latest advances in the tech. 
nique and economics of modern packaging, packing, and ship 
ping, under the auspices of the American Management Associa. 
tion. The exposition, as in previous years, will be concurrey 
with a succession of daily conferences and clinics, dealing with 
consumer marketing, packaging, packing and shipping. Pre 
liminary exposition arrangements have already been complete 
and there are advance indications of widespread interest, it js 
stated. 


PACKAGING MACHINERY INSTITUTE 


The Packaging Machinery Manufacturers’ Institute, Inc., was 
organized at a meeting of the Packaging Machinery Industry in 
Buffalo last week at which about 75 per cent of the industry was 
represented. A code of fair competition was also prepared and 
approved unanimously and the institute was authorized to pre 
sent it to the National Recovery Administration. 

The meeting also gave the committee appointed by the 
board of directors of the institute full power to act for the 
industry. 

The officers and directors elected by the Institute are as 
follows: President, H. H. Leonard; vice presidents: Roger L. 
Putnam; H. K. Becker, vice president and general manager, 
Peters Machinery Company; R. T. Bacher, president, McDonald 
Engineering Corporation; Charles L. Barr, sales manager, F. B, 
Redington Company; G. Prescott Fuller, Wire Stitching Divi- 
sion, Dexter Folder Company; A. G. Hatch, general manager, 
M. D. Knowlton Company; C. E. Schaeffer, assistant sales man- 
ager, Stokes & Smith Company. W. J. Donald, New York, was 
elected executive vice president and treasurer. 

The first annual meeting of the institute will be held in 
October on a date to be determined by President Leonard. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
July 15-31, inclusive, was 392,905, as compared with 404,414 in 
the preceding period, according to the car service division of 
the American Railway Association. The surplus was made up 
as follows: 


Box, 180,198; ventilated box, 1,437; auto and furniture, 34,180; 
total box, 215,815; flat, 17,709; gondola, 74,039; hopper, 43,042; total 
coal, 117,081; coke, 970; S. D. stock, 24,319; D. D. stock, 3,874; re- 
frigerator, 11,524; tank, 496; miscellaneous, 1,117. 


Canadian roads reported a surplus of 28,825, made up of 
25,800 box, 650 auto, 1,100 flat, 700 refrigerator, and 575 mis- 
cellaneous cars. 


NEW TOURIST SLEEPING CAR 


An improved type of tourist sleeping car has been adopted 
by the Great Northern as another move in its campaign to 
regain business lost to the private automobile and _ busses. 
Earlier in the month the road introduced two-cent-a-mile fares 
on a system-wide basis. The new cars have 16 lower berths and 
uppers, with large dressing and smoking rooms at each end. 
E. H. Wilde, Great Northern general passenger agent, believes 
the recent moves will go far toward increasing the popularity 
of train travel. The new equipment affords virtually the same 
comfort as the standard Pullman equipment, but at a rail rate 
that is one and six-tenths cent a mile lower, and also at a lower 
sleeping car charge. Day coach passengers are privileged to 
buy berths for the night in the tourist sleepers. 


CONTAINER CORPORATION WABASH MILLS 


Effective August 1 the Wabash Coating Mills, Wabash, Ind., 
began operating as the Wabash Coating Mills division of Con- 
tainer Corporation of America. The entire sales personnel has 
been taken over, and, with other Container Corporation Boxboard 
representatives, will handle the sale of Wabash products. For 
more than 40 years the Wabash Coating Mills has produced clay 
coated paperboards. Clay coated boxboards, coated blanks, 
railroad, tag, and check book cover stocks are among the prod- 
ucts of this mill. 
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Use Peoria 
for Interchange 


There is every advantage in making it 
the rule to ship via P. & P. U. at Peoria 
when freight is moving across the 
country. Fourteen railroads meet 
here and the P. & P. U. is the means of 
interchange. Many rates break at 
Peoria. The resulting speed and econ- 
omy are important to shippers today. 


Route Shipments 
“Via P. and P. U. and Peoria, Ill.” 


Address Inquiries to: 
E. F. STOCK, Traffic Manager 


PEORIA and PEKIN UNION RAILWAY CO. 


Union Station, Peoria, IIl. 


Switching Service Between: 


Peoria & eee Union Ry. Co. Chicago, Burlington & Quincy R. R. Illinois Central R New York, Chicago & St. Louis R. R. 
Alton R. Chicago & Illinols Midland Ry. Illinois Terminal R. Re. System Pennsylvania Railroad 

Atehteon, _ we & Santa Fe Ry. Chicago, Roek Island & Pacifie Ry. Inland Waterways Corporation Peoria Terminal Company 

Chicago & North Western Ry. Cleve., Cin., Chi. & St. Louis Ry. Minneapolis & St. Louls R. R. Toledo, Peorla & Western R. R. 
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NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 5—Lincoln, Neb.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. & 
S. F. Ry. (and cases grouped therewith) (further hearing). 
— Sub, _ C. Adams Mercantile Co. et al. vs. A. T. & 
. y. et al. 


September 6—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15207 filed by W. S. Curlett. 


September 6—Reno Nev.—Public Service Commission of Nevada: 
Finance No. 9896—Joint application of Central Pacific Ry. Co. 
and Southern Pacific Co., lessee, for permission to abandon a 
part of the so-called Mina branch in Mineral county, Nev., and 
Mono county, Calif., and the Mound House branch in Lyon 
county, Nev. 


September 6—Washington, D. C.—Examiner Johnston: 
Valuation Dkt. No. 1176—Stone Harbor R. R. Co. 


September 6—Pittsburgh, Pa.—Public Service Commission of Penn- 
sylvania: 

Finance No. 10068—Joint application of Eriton R. R. and Erie R. R. 

for permission to abandon line of railroad in Clearfield County, Pa. 


September 7—Milwaukee, Wis.—Examiner Worthington: 
25737—Courteen Seed Co. vs. C. & N. W. Ry. et al. 
25832—Oneida Cedar & Lumber Co. vs. C. & N. W. Ry. et al. 

September 7—Pittsburgh, Pa.—Examiner Witters: 
25757—-Louis Caplan vs. Pa. R. R. 
25966—John F. Casey Co. et al. vs. Ga. R. R. & Banking Co. 

operated as Ga. R. R. et al. 

September 7—Topeka, Kans.—Examiner Cheseldine: 
23434—Ww. A. L. Thompson Hardware Co. vs. A. T. & S. F. Ry. et al. 

September 7—Belleville, Kan.—Examiner Konigsberg: 

26059 and Sub. 1.—L. C. Adams Mercantile Co. et al. vs. A. T. & 
S. F. Ry. et al. 

15841 and Sub. 1 to 19, incl.—William Kelly Miling Co. vs. A. T. 
& S. F. Ry. and cases grouped therewith (further hearing). 
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September 7—Ontario, Ore.—Public Utilities Commissioner of Oregoy 

Finance No. 10029—Joint application O.-W. & Co. and Q 

S. L. R. R. for permission to abandon a branch line of railroaj 
between Vale and Brogan, in Malheur County, Ore. 


September 8—Milwaukee, Wis.—Examiner Worthington: 
25838—Barlow & Seelig Manufacturing Co. vs. A. A. R. R. 
September 8—Salinu, Kans.—Examiner Cheseldine: 
oe Chamber of Commerce et al. vs. A. T. & S. F. Ry, 
et al. 
24560—Metz Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
25792—Lindsborg Milling & Elevator Co., Inc., vs. M. P. R. R. et aj, 
24021 and Sub. 1—Cultra Co. vs. A. T. & S. F. Ry. et al. 


September 9—Akron, O.—Examiner Witters: 
25676—Robinson Clay Product Co. vs. B. & O. R. R. et al. 


September 9—Norton, Kans.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, inci.—William Kelly Milling Co. vs. A, 7 
& S. F. Ry. and cases grouped therewith. (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T, & 

S. F. Ry. et al. 


September 11—Detroit, Mich.—Examiner Witters: 
25709—Michigan Valve and Foundry Co. vs. Alton R. R. et al. 


September 11—Minneapolis, Minn.—Examiner Worthington: 
25365—Yale Oil Corp. vs. C. B. & Q. R. R. 
260043—Chamber of Commerce of Fargo, N. D., et al. vs. A. C. & 
Y. Ry. et al. 
24402—Farm Seed Association of North America et al. vs. A. 7, 
& S. F. Ry. et al. 


September 11—Wichita, Kans.—Examiner Cheseldine: 
25572—-C. B. Team Mule Co. et al. vs. A. C. L. R. R. et al. 
September 11—Dodge City, Kans.—Examiner Konigsberg: 

15841 and Sub..1 to 19, incl.—William Kelly Milling Co. vs. A. T. 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 

S. F. Ry. et al. 
September 11—Cairo, I1].—Examiner Griffin: 
1. & S. No. 3871—Agricultural limestone via Mo.-Ill. .R R. 
September 11—Parkersburg, W. Va.—Examiner Sullivan: 
Finance No. 9875—Joint application B. & O. R. R. and Little Kan- 
awaha R. R. for permission to abandon line from Placid Station 
to Owensport, W. Va. 








Container Corporation Suippinc Cases 


HAMMER TESTED— withstand 
WRENCHING, TWISTING SHOCK 







PRE-TESTED CARTONS ASSURE GREATER PROTECTION 


The great rigidity of CONCORA cylinder- 


formed linerboard provides unusual resistance 


To ensure shipping containers that give ade- 
quate protection to contents—Container Cor- 
poration’s exacting tests duplicate the destruc- 


tive forces met in transit and handling. to crushing forces, 


Damage is measured—needed strength factors 
determined. 


FOLDING CARTONS—an 


unparalleled source of fine 


sales-building cartons and 


CHICAGO, ILL. 


for NEW YORK, N. Y. 


containers virtually 


every need. Have a Spe- 


cialist call. PHILADELPHIA, PA. 





Tests prove that the grain 
formation of the fibres, and the laminated 
(6-layer) construction of CONCORA provide 


CLEVELAND, O. , 
PITTSBURGH, PA. | 
CINCINNATI, O. MINNEAPOLIS, MINN. 


GENERAL OFFICES: 111 W. WASHINGTON STREET, CHICAGO 
AMERICA’S MOST COMPLETE PACKAGING SERVICE—10 PLANTS 


strength that is equaled by no other method 
of manufacture. 


For safety to your shipments, specify CON- 
CORA. The nationwide service of Container 
Corporation assures fast and close cooperation 
with your needs. 


CONTAINER CORPORATION OF AMERICA 





ANDERSON, IND. 
WABASH, IND. 


BRIDGEPORT, CONN. WE DO OUR PART 
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FREIGHT RATES FOR SHIPPERS 
HARTMAN’S 


Eastern Freight Rates—tnasouthern Territories 


Western Freight Rates _. Covering class and 


commodity rates 
Hartman’s Chicago Guide — pretty ren, 
Publications sent on approval 732 Federal Street, Chicago 


we Bind The Traffic World 


In Best Grade Buckram for $225 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kir ds of Publications 


The Book Shop Bindery 
cago 


350-354 West Erie Street 
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QUAKER LINE 


Regular Intercoastal Service 
Between 
New York, Albany, Philadelphia, Norfolk, Baltimore 
and 
Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY=—D & H Building CHICAGO—327 So. La Salle St. 
PHILADELPHIA—The Bourse PITTSBURGH—Gulf Building 
NORFOLK—111 E. Plume Street DETROIT—Genera! Motors Bidg. 
BALTIMORE—Keyser Building DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 





MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 


From BALTIMORE to NEW ORLEANS end MOBILE direct of transhipment 
at PHILADELPHIA and vice versa. 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For retes and other information, apply to the nearest of these offices: 

NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. 
BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bids. 
MOBILE, Meaher Bldg. PITTSBURGH, Oliver Bldg. 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 

Docks, Charlestown ST. LOUIS, Railway Exchange Bidg. 








Weekly Fast Express Service for 
Passengers and Freight 
TO AND FROM 


HAITI - JAMAICA 
COLOMBIA- PANAMA 


Sail or ship on the new 10,000 ton ships 
**Colombia”’ or *‘Haiti,’’ or the popular 
‘*Pastores.”? Weekly sailings. Refrig- 
erated cargo space for perishable goods. 


Direct Freight Service between NEW YORK and CHICAGO, 


MILWAUKEE, DETROIT via the St. Lawrence River. 
Through Rates from Colombia and Haiti to Chicago. Trans-shipment through other lines. 


COLOMBIAN LINE 


_ 17 Battery Place New York, N. Y. 
New York Terminal—Pier 8, New York Docks, Brooklyn, N. Y. Chicago Terminal—North Piers 





All-Expense Cruises 
11 to 18 DAYS $95 up 
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EXPORTERS, IMPORTERS, 
FORWARDERS 3 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 





A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 
States, Canada, Germany and Central Europe. 


1. Advice, free of charge, is given to shippers and im- 
porters regarding freight traffic and tariffs of Ger- 
many and all countries adjoining Germany. 

. Information may be applied for free of charge re- 
garding favorable transportation opportunities from, 
to, and in transit through Germany. 

. Irregularities in freight traffic with Germany, as far as 
it concerns routes via the German Railroad Company, 
are investigated on application. 

. Furtherance of effective mutual traffic connections by 
observation of freight traffic in order to establish 
actual demands. 





While all information is given free of charge, it is 
pointed out again that this bureau does not handle any 
forwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 


t@ FREE: New Map of Germany “@&} 


WRITE TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 














SHIP THROUGH 


WILMINGION 


on the Delaware 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington 


Delaware 






You may obtain all the advantages of 


Branch House Service 


By using the facilities at the 
disposal of all customers of 


KEDNEY WAREHOUSE Co. 


at surprisingly reasonable cost. 


Grand Forks 
N. D. 


St. Paul 
Minn. 


Minneapolis 
Minn. 
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INFLATION 
AND THE 
SHIPPER 


Inflation is the first move to- 
ward regaining our lost mar- 
kets abroad. 


It is the beginning of a period 
of stimulated international 
trade and will mean the most to 
those who make the first move. 


Any program of marketing or 
shipping originating in the 
Midwest should include 


HOUSTON 


PORT OF PROGRESS 
Where the Railroads of the Nation 
Meet 
The Steamships of the World 


Keep posted on 
developments in 
shipping through 
the Southwest 


Send for 
THE HOUSTON PORT BOOK 


It contains articles, pictures and 
statistics and is yours for the 
asking. Just drop a card to... 


J. Russell Wait 
DIRECTOR OF THE PORT 
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September 12—Detroit, Mich.—Examiner Witters: 
25865—Ford Motor Co. vs. D. T. & I. R. R. et al. 
September 12—Minneapolis, Minn.—Examiner Worthington: 
23770—Elk River Concrete Products Co. et al. vs. C. M. St. P. @p 
R. R. et al. (and cases grouped therewith). : 
September 12—Washington, D. C.—Examiner Disque: 
Il. & S. No. 3899—Tobacco (unmanufactured) in the south, 
September 12—Washington, D. C.—Examiner Peyser: 
Fourth Section App. No. 15194, filed by Mo. Pac. R. R. 
Fourth Section App. No. 15240, filed by Agent Tilford. 
September 12—Washington, D. C.—Examiner Walter: 
Valuation Dkt. No. 1188—Terminal Ry. Alabama State Docks, 


September 12—Washington, D,. C.—Examiner Glover: 
Fourth Section App. No. 272, filed by Penna. R. R. et al. 
Fourth Section App. No. 606, filed by Penna. R. R. et al. 
Fourth Section App. No. 680, filed by Agent J. H. Limberger, 
Fourth Section App. No. 935, filed by B. & L. E. R. R. et al, 
Fourth Section App. No. 980, filed by P. & L. E. R. R. 
Fourth Section App. No. 983, filed by P. & L. E. R. R. 
September 12—Jefferson City, Mo.—Public Service Commission of Mp,: 
Finance No. 10013—Joint application of Alton R. R. and La. & Mo. 
River R. R. for permission to abandon a line of railroad from q 
point immediately south of Fulton to South Cedar City, in Call. 
away County, Mo. 

September 12—Washington, D. C.—Examiner Woodrow: 

* Valuation No. 1195—In re valuation of F- J. & G. R. R. The Glovers. 
ville & Broadalbin R. R., and J. G. & K. Horse R. R. (further 
hearing). 

September 13—Minneapolis, Minn.—Examiner Worthington: 

25675—Booth & Olson, Inc., vs. C. M. St. P. & P. R. R. 
September 13—Coffeyville, Kans.—Examiner Cheseldine: 
25620—Rea-Patterson Milling Co. vs. St. L.-S. F. Ry. et al. 
25932 (and Sub, 1 to 4, incl.)—Rea-Patterson Milling Co. (Haz. W. 
Read, Jr., and C. O. Ross, Receivers) vs. A. T. & S. F. Ry. et al, 

September 13—Lansing, Mich.—Examiner Witters: 

25156 and Sub. 1—Basic Dolomite, Inc., et al. vs. A. A. R. R. et al, 

September 13—Wichita, Kans.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. 7 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 
S. F. Ry. et al. 
September 14—Washington, D. C.—ixaminer Kephart: 
Valuation Dkt. No. 1189—New York Dock Railway. 

September 14—Jackson, Tenn.—Examiner Griffin: 

25626 and Sub. 1—Ashby Veneer & Lumber Co., Inc., vs. I. C. R. R, 


et al. 
25907—Ashby Veneer & Lumber Co., Inc., vs. D. & R. G. W. R.R 


et al. 
25914—Ashby Veneer & Lumber Co., Inc., vs. S. P. Co. 


September 14—Minneapolis, Minn.—Examiner Worthington: 
25736—-Minneapolis Seed Co. vs. G. N. Ry. 
September 14—Chicago, Ill.—Examiner Trezise: 
22298—Graver Corp. vs. E. J. & E. Ry. et al. (Further hearing for 
purpose of determining amount of reparation due complainant 
under findings in this case.) 
: 25924-Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al. 
September 14—Washington, D. C.—Examiner Weems: 
* 14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 
* 14902—Savannah Traffic Bureau vs. A. G. S. R. R. et al (further 
hearing). 
September 15—Tulsa, Okla.—Examiner Cheseldine: 
25706—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
25412—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
September 15—Los Angeles, Calif.—Railroad Commission of state of 
California: 
Finance No. 6878—Unified Operation of Railroad Facilities at Los 
Angeles Harbor. (Further hearing.) 


September 15—Minneapolis, Minn.—Examiner Worthington: 
25860—Compo Board Co. vs. Alton R. R. et al. 
September 15—Beaumont, Tex.—Examiner Sullivan: 
Finance No. 10051—Application of G. C. & S. F. Py. for permission 
to abandon branch line from Bragg to Saratoga, Tex. 


September 15—Chicago, Ill.—Examiner Trezise: 

25730—Kroehler Manufacturing Co. et al. vs. B. & O. R. R. et al 
September 15—Washington, D. C.—Examiner Disque: 

1. & S. 3896—Barium Chloride between eastern points, 


September 16—Chicago, Ill._—Examiner Trezise: 
25764—Hygrade Food Products Corp. et al. vs. A. & S. R. R. et al. 
September 16—Columbia, Tenn.—Examiner Griffin: 
25816 (and Sub. 1)—Anderson Bros. & Foster et al. vs. Alabama 
Central R. R. et al. 


September 16—Tulsa, Okla.—Examiner Cheseldine: 
18599—Carter Oil Co. vs. B. & O. R. R. et al. 
September 16—Kansas Clty, Mo.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 

oe. Oe Os. 
* 26007—Anderson Grain Co. et al. vs. A. T. & S. F. Ry. et al. 


September 16—Kalamazoo, Mich.—Examiner Witters: 
25837—Taylor Produce Co, et al. vs. A. C. L. R. R. et al. 


September 18—Columbia, Tenn.—Examiner Griffin: 
25717—-Town of Pulaski, Tenn. vs. A. T. & S. F. Ry. et al. 


September 18—Minneapolis, Minn.—Examiner Worthington: 
25343—Red Lake Falls Oil Co. et al. vs. B. F. & I. F. Ry. et al. 

September 18—Plymouth, Ind.—Examiner Witters: 
25092—-Edgerton Manufacturing Co. vs. A. A. R. R. et al. 
28481—Edgerton Manufacturing Co. vs. A. & E. R. R. et al. 


September 18—Tulsa, Okla.—Examiner Cheseldine: 
15156—Sinclair Oil & Gas Co. vs. Pa. R. R. et al. 
25166—Sinclair Oil & Gas Co. vs. A. T. & S. F. Ry., et al. 
September 18—Washington, D. C.—Examiner Hosmer: 
25630—In the matter of divisions of joint class rates in Official ter- 
ritory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 
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September 18—Omaha,’ Neb.—Commissioner Porter: 
25998—Scoular- Bishop Grain Co. vs. M. & St. L. R. R. et al. 
September 18—San Antonio, Tex.—Examiner Sullivan: 

Finance No. 9689—Joint application of T. & N. O. R. R., La. West- 
-— t= me os > © & 8. 8. Co., L & V. R. R., Franklin 
& Abbeville Ry., L. C. & N. R. | a Houston & Shreveport ie 
G. H. & 8S. A. Ry., ‘Houston & Texas Central R. R., Houston East 
& West Texas Ry., S. A. & A. P. Ry., Dayton- Goose Creek Ry., 
Texas Midland R. R., and Gulf & West Tex. Ry. to consolidate 
their properties; and of the Texas & New Orleans R. R. for 
authority to issue capital stock and to assume certain liabilities. 

September 18—Chicago, Ill—Examiner Trezise: 
25754—Vitrolite Co. vs. A. T. & S. F. Ry. et al. 

September 18—Washington, D. C.—Examiner Disque: 
26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 

September 18-19—Argument at Washington, D. C.: 

23314—Corporation Commission of N. C. vs. A. & R. R. R. et al. 

23436—-R. R. Commission of S. C. vs. Alcolu R. R. et al. 

23420—Transportation Bureau 4 Spartanburg, Chamber of Com- 
merce vs. A. G. S. R. R. et al. 

23313—Traffic Association of South Atlantic Ports et al. vs. A. & 
R. R. R. et_al. 

1. & S. 3778—Coal between southern points. 

September 19—Chicago, Ill.—Examiner Trezise: 
25919—Hartford Faience Co. vs. B. & M. R. R. et al. 
September 19—Tulsa, Okla.—Examiner Cheseldine: 
690—Cities Service Oil Co. et al. vs. Alton R. R. et al. 
25748—Southwestern Construction Corp. vs. A. T. & S, F. Ry. et al. 
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TRAFFIC MANAGERS 
~ T. J. McLAUGHLIN | Trafic — 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Specialists 


Departmental Service 
713 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 
ecializing 
INTERSTATE COMMER RCE CLAIMS ‘and FEDERAL TAXES 
1721 Morton Building 208 W. Washington St. 
CHICAGO, ILL. 


Practicing 
before the 


INTERSTATE 
COMMERCE 
COMMISSION 
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The Traffic World 


Vol. LII, No, 1) 


September 19—Washington, D. C.—Examiner Brinkley: 

a Dkt. No. 1193—Sacramento Northern Ry. and West Side 
R oO. 

September 19—Omaha, Neb.—Commissioner Porter: 

26027—S. A. Neely and B. E. Neely, co-partners trading as Neel 
Oil Co. et al. vs. Alton R. R. et al. 

September 19—Washington, D. C.—Examiner Lawton: 

Fourth Section Application 13470 et al.—Rates from, to, and be. 
tween points in southern territory, and petition of ‘I. E. Tilford, 
Agt., dated July 27, 1933, on behalf of respondents and defendants 
in Rates on Bristol and Norton Lines of N. & W., 192 I. Cé 
315. (hearing or further hearing, as case may be.) 

September 20—Chattanooga, Tenn.—Examiner Griffin: 
18188—Hubbuch Glass Co. et al. vs. M. P. R. R. et al. 

1. & S. 3130—Southwestern Rates. (Further hearing.) 

September 20—Ft. Wayne, Ind.—Examiner Witters: 
25740—Container Co. vs. A. & S. R. R. et al. 
September 20—Argument at Washington, D. C.: 

24104—Big Sandy Fruit Co. et al. vs. A. & E. R. R. et al. 

24881—Carolina Shippers’ Assn., Inc. et al. vs. N. S. . R. et al, 

25441—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 
September 20—Tulsa, Okla.—Examiner Cheseldine: 

23854—-Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
September 20—Omaha, Neb.—Commissioner Porter: 

23093 (and sub. 1 to 23, incl.)—A. D. West et al. vs. A. T. & SB 
Ry. et al. (further hearing). 

September 20—Newark, N. J.—Board of Public Utility Commissioner, 
of 


N. J.: 
Finance No. 9890—Joint application of Chester R. R., Morris & 
Essex R. R. and D. L. & W. R. R. for permission to abandon a 
line of railroad in Morris County, N. J. 


September 20—Washington, D. C.—Examiner Taylor: 
25812—American Highway Freight Association, Inc., vs. Railway Ex. 
press Agency, Inc. 
25853—-American Highway Freight Association, Inc., vs. Southeasterp 
Express Co. et al. 
September 21—Marshalltown, Ia.—Examiner Worthington: 
25856—Western Grocer Co. et al. vs. M. & St. L. R. R. et al. 
September 21—Argument at Washington, D. C.: 
24993—John W. Eshelman & Sons vs. Pa. R. R. et al. 
25394—Southern Ruralist Co., Inc., vs. C. of Ga. Ry. et al. 
25507—-Riegel Paper Corp. vs. N. Y. C. R. R. et al. 


September 21—Washington, D. C.—Examiner Smith: 

16747 and Sub. 1—George W. Pyott Sand & Gravel Co. et al. vs. 
A. T. & S. F. Ry. et al. (further hearing, for sole purpose of re- 
ceiving evidence of which shipments, if any, were overcharged, 
and amount of such overcharge.) 


September 21—Chicago, Ill—Examiner Trezise: 
25988—Quaker Oats Co. vs. A. C. & Y. Ry. et al. 


September 22—Chicago, Ill.—Examiner Trezise: 
26109—Biggzio, Inc., et al. vs. A. C. L. R. R, et al. 

September 22—Birmingham, Ala.—Examiner Griffin: 
25682—Brageg, Millsaps & Blackwell vs. L. & A. Ry. et al. 
25702—W. B. Collins Cotton Co. vs. A. G. S. R. R. et al. 


September 22—Indianapolis, Ind.—Examiner Witters: 
25521— John Parent Co. et al. vs. A. C. & Y. Ry. et al. 
24388—Chamber of Commerce of Greenville, O., et al. vs. A. C. & 

z. Ry. 6t al. 

September 22—Des Moines, Ia.—Examiner Worthington: 
25758—State of Iowa, ex rel, Board of Control of State Institutions 

ve. C. MM. St. P. & PP. K. BR. et al. 

September 22—Oklahoma City, Okla.—Examiner Cheseldine: 

1. & S. 3885—Hay from Louisiana and Texas to Alabama. 


September 23—Oklahoma City, Okla.—Examiner Cheseldine: 
1. & S. 3889—Spelter from Ark. and Okla. to Chicago, etc. 





RAILROAD RESEARCH 


The American Railway Association has published “The 
American Railroad in Laboratory,’ which is termed by it a brief 
digest of research and experimentation, conducted by railroads 
individually and collectively through the association in the in- 
terest of constant improvement of their facilities and service. 
The volume has an introduction by Edward Hungerford. There 
are 544 pages in it. 





RAILROADS AND FOREST CAMPS 


Railroads have been aided to the extent of more than 
$7,000,000 paid out for transportation in connection with the work 
of the Civilian Conservation Corps reforestation program, ac- 
cording to Robert Fechner, director of emergency conservation 
work. 


TRAFFIC MANAGER—Railroad, steamship, industrial experience. 
Import, export, domestic, customs, rates, claims, warehousing, truck- 
ing; fifteen years last position when organization discontinued; ref- 
ee ee A. T. GILROY, 53 Hope Avenue, Rosebank, Staten 
sland, N. Y. 
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